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There's room for the Hinde & Dauch Package Engineer in YOUR 
i ORGANIZATION. And he won't increase your pay-roll one cent. 

Instead he will offer valuable suggestions that will, in all probability, 
save you considerable money. Don't forget that the Package Engineer 
knows packaging. He knows where to cut corners and how to cut costs. 
No packing department offers too complicated a problem for him to 
solve. Call in an H & D Package Engineer. Let him hang up his. hat and 
get busy on YOUR packaging problem. » » » Mail the coupon below for 

your copy of our interesting booklet which tells how to use H & D 

Package Engineering Service — and why. 


THE HINDE & DAUCH PAPER COMPANY 
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EXECUTION OF 
HETHERINGTON 
AND BRACE BY 
THE VIGILANCE 
COMMITTEE ..... 


the early days of San Francisco an organization 


of citizens called the “Vigilantes” played a prominent part in enfore- 
ing law and order. One of the most famous executions conducted by 
this body was the hanging, on July 29, 1856, of the two murderers, 
Joseph Hetherington and Philander Brace. Feeling against the two 
men was so intense that troops were required to hold back the throng 
which came to witness the execution. 
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— AFTER MORNING the rooster sounds his 
cheery reveille to the sun. The same dependable 
regularity for which the chanticleer of fiction is 
famous, is characteristic of Frisco Service. For yeat 
after year spent in successfully meeting exacting 
schedules has given the Frisco an enviable repu- 
tation for being ON TIME! 

Thundering freights and sleek passenger flyers 
speed thru storm and sunshine,guided and guarded 
by a personnel proud and eager to maintain an 
ever-improving record of non-delay service. 

Excellent motive equipment, superior terminal 
locations and facilities, well-maintained roadbed 
and rolling stock supply thephysical needsto match 
the pride of this enthusiastic service personnel. 

Whether you ship or travel to, through, or from 
Frisco-land, specify “via Frisco.” Enjoy a service 
that is dependable and direct—a service best 
known for its reputation of bringing you and yout 
shipments through ON TIME. 


S. Si BUTLER 
General Traffic Manager 
Saint Louis 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
getting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
toads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THOSE WONDERFUL FIGURES 


sf) AILROADS would benefit in neither their volume 

of traffic nor in their net earnings to any appre- 
ciable extent if all of the traffic that is moving by motor 
truck and motor bus on the public highways now were 
confined to their rails.’—Western Truck Owner, April, 
1933. 

For remarks on this subject, see many editorials in 
The Traffic World, especially one in the February 11, 
1933, number, directed to identically the same statement 
as that quoted above, made then by the National High- 
way Users’ Conference in a bulletin, now used by the 
Western Truck Owner as its own in an editorial. We 
repeat the headline over our editorial of February 11: 
“Ain’t Figures Wonderful ?” 

We would have no fault to find if such editors fed 
their subscribers this kind of piffle, except that so many 
readers, apparently being unable to think for themselves, 
believe it. It is no compliment to a reader to have this 
kind of stuff set before him; it proves the belief of the 
editor that his readers are fools—or, what surely cannot 
be true, that the editors themselves are. Is there any- 
body who knows anything whatever about traffic condi- 
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tions, passenger and freight, who does not know that, if 
everybody who travels now by bus traveled by train in- 
stead, and every pound of freight that moves now by 
truck moved by rail instead, the revenues of the rail car- 
riers would be appreciably improved? The two causes 
of their present plight are the business depression that 
affects everybody and the loss of business because of 
competition—both legitimate and _ illegitimate—from 
other forms of transport. How do we improve matters 
for anybody by trying to fool ourselves and others as to 
what is going on? 


“COSTS” BY RAIL AND BARGE 


S clear-cut an example of the false reasoning used 

by many advocates of improvement and mainte- 
nance of waterways at government expense as has come 
to our attention is found in a statement by Representa- 
tive Mansfield, of Texas, chairman of the House commit- 
tee on rivers and harbors, in the appendix of the Con- 
gressional Record of April 20, as follows: 


About 10 o’clock on the night of March 25, 1933, Dr. Harold 
G. Moulton, president of Brookings Institution, delivered an ad- 
dress over the radio on the subject, The American Transporta- 
tion Problem. In this address, he gave answers to certain ques- 
tions which had been received by him from various individuals 
and groups interested in the transportation problem. 

One question and answer was as follows: 

“Question 5. You contend that river transportation is more 
costly than by rail; but has not the improvement of the Ohio 
River been economically justified by the reduction in the cost of 
transportation which has resulted? (Member of chamber of 
commerce.) 

“Answer by Dr. Moulton. This is a very good question, 
because the Ohio River represents a completed project and is 
most favorably located. The test which I apply is to ascertain 
the costs borne by the taxpayers; add this to the cost borne by 
the shippers and compare the result with the cost of rail trans- 
portation. The inclusive cost by water is about 19 mills as com- 
pared with 7 mills on the competing Chesapeake & Ohio Rail- 
road.” 

On March 26—the next day after Dr. Moulton’s speech was 
delivered—the following Associated Press dispatch was givén out 
at Pittsburgh: 

“The Pittsburgh Steel Co. is dispatching its first shipment to 
the Pacific coast via an all-water route tomorrow—in the latest 
move in the industry’s battle for reduced railroad freight rates. 

“Two barges loaded with 1,200 tons of nails, wire, and pipe 
will start floating down the Ohio for New Orleans, to be re- 
shipped through the Panama Canal by steamer. 

“Officials claim they will save $3 a ton net over the usual 
rail route to the Atlantic seaboard and reshipment by steamer.” 

The distance by the river from Pittsburgh to New Orleans 
is 1,951 miles. The distance by rail from Pittsburgh to Balti- 
more, the nearest Atlantic port, is 345 miles. The water haul 
on this shipment to the port at New Orleans was a little more 
than six times the distance of a rail haul to the port at Balti- 
more. The cost of this longer water haul was $3 per ton less 
than the cost of the shorter rail haul, assuming that the ocean 
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rates from New Orleans and from Baltimore to the Pacific coast 
are the same. 

But upon inquiry to the United States Shipping Board it 
will be found that the rate by ship on steel products from New 
Orleans to San Francisco—in carload lots—is 35 cents per 100 
pounds, while from Baltimore to San Francisco it is only 32% 
cents, a difference of 50 cents per ton. 

If the ocean rate from New Orleans to the Pacific had been 
the same as that from Baltimore, then the saving on this ship- 
ment by river would have been $3.50 per ton, instead of $3 per 
ton as announced. In other words, the cost of this shipment by 
barge from Pittsburgh to New Orleans, a distance of 1,951 miles, 
was $3.50 per ton less than it would have been by rail to Balti- 
more, a distance of 345 miles. 

If Dr. Moulton’s address had been delayed 24 hours, he might 
consistently have changed his estimates as to comparative costs 
of transportation by rail and by water. 

Chairman Mansfield, no doubt, thought he delivered 
a body blow to Dr. Moulton’s statement. The fact is, 
however, that he revealed clearly the fallacious position 
of the waterway advocate who uses the word “cost” as a 
substitute for the word “price” in attempting to show 
that waterway transportation is cheaper than rail trans- 
portation. Dr. Moulton was discussing the “inclusive 
cost” by water. Chairman Mansfield, using the word, 
“cost,” was talking about the “price” of transportation 
service to the shipper. There has never been any dis- 
pute, of course, as to the fact that the rates (prices) 
charged for inland waterway transportation are lower 
than the rail rates for moving similar commodities be- 
tween the same points and that, therefore, the shipper 
who actually ships by water instead of by rail pays less 
than if he shipped by rail. The issue is as raised by Dr. 
Moulton—what is the “cost” of waterway transportation, 
part of which is borne by the taxpayers generally? Chair- 
man Mansfield did not address himself to the point. He 
probably did not even grasp it. Most of the difficulty in 
such matters is caused more by stupidity than by actual 
intent to deceive. 


ANOTHER PONDEROUS PROCEEDING? 


HAT bids fair to be another uselessly drawn-out 

hearing before the Commission opened this week 
in Washington, the case being Docket 26000, the proceed- 
ing in which a general reduction in freight rates is 
sought. We say this in spite of the admonishings of 
members of the Commission as to condensation of evi- 
dence and the statement of shippers, when the hearings 
were requested, that they could present their evidence in 
three days. They have, however, already made requests 
for time amounting to thirty working days, exclusive of 
cross examination. 

We insist. that the Commission can and should reg- 
ulate this matter. It does not have to listen to everyone 
who wishes to talk nor to everything he says. It has 
made itself and its procedure more or less ridiculous in 
the past by permitting much waste of time and money— 
witness the infamous Hoch-Smith investigation, which is 
a joke in the mouths of all who talk about it. We no- 
tice that Commissioner Aitchison “expressed the hope” 
that there would be as great condensation of exhibits and 
testimony “as possible” and “suggested” the formation 
of committees to coordinate the efforts of the parties to 
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the case with a view to saving time and money, but y, 
greatly fear that, if he does not do something more thay 
make suggestions and express hopes, the case yj 
lengthen itself into one of the comedies so often playy 
at the Commission’s bar. Why does not the Commisgion 
compel something like reasonable procedure? That }; 
does not do so is one of the reasons why suggestions fy, 
making it subordinate to some other body or even aby. 
ishing it meet with so much favor in certain quarters, 

One of the things the matter with our regulatoy 
machine is that it is so meticulously technical and 
fearful that someone will say an opportunity was denig 
him to say what he wished to say. We venture to sy 
that the three men composing the division of the Con. 
mission hearing this case could find out everything the 
need to know about it in less than three weeks—by sum. 
moning the persons they ought to hear and telling then 
what they wished to know—and then decide it in a day 
or two more. But it prefers to bury itself and the issue 
in a clutter of details that nobody remembers after they 
have been put into the record. 


ROOSEVELT AND RAILROADS 
RESIDENT ROOSEVELT, having either accom. 
plished or well started his plans for turning back 

the tides and regulating the progress of the sun, moon, 
and stars, has now definitely turned his attention to the 
solution of the railroad problem. His bill for temporary 
control by the government is now said to be ready for in- 
troduction in Congress. It is understood to provide for 
a dictator, euphemistically called a “coordinator,” who 
shall do to and for the railroads the things for their 
benefit that he thinks wise, present laws to the contrary 
notwithstanding. That appeal to the Interstate Com 
merce Commission is provided does not mean as much 
as some may be disposed to think, for the Commission 
will, doubtless, act in accordance with the spirit of the 
act (if it becomes an act). This it should properly do. 
An additional reason for its doing so might be that, if 
it does not, there will not much longer be a Commission. 

There seems to be one exception to the powers give 
to the coordinator to override the laws; that concerns 
wages of labor. The exception is notable for the reason 
that economy in railroad or any other operation without 
reducing wages is not what it otherwise might be. 

We are interested in seeing what the reaction of 
railroad management to the “new deal” will be. Doubt- 
less, it will acquiesce, as it usually does, in the plans of 
the chief executive—this partly because of its dislike for 
a fight and partly because the administration can wield 
a big stick—the Reconstruction Finance Corporation’s 
power to make loans to needy railroads; no acquiescence, 
no loans. ; 

It may be said also that, however burdensome the 
new control may prove to be, the railroads have brouglit 
it largely on themselves by refusing to read the hand- 
writing on the wall and doing some things for them- 
(Continued on page 818) 
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Commissioner Aitchison: Give 
: your name and—bang, biff, chug. 
As Things Are Heard Witness: Srp, blugs_ S-i-j-ssh, 


in the Commission’s 


Hearing Rooms traffic manager, Drzp-C-i-rr Co. 
earing 


That is how some things were 
heard in No. 26000. Down in the 
hotel where the hearing in the new type lake cargo coal case 
was begun the noises were of a different character. They 
seemed to come from the slamming of parts of trucks deliver- 
ing coal for the hotel steam plant. 

“My name is Ro-bang, bang, rn,” is the way Roy S. Kern 
got his name to the audience the members of which nearly 
all knew him and did not need to hear, just at that instant. 

It may be that, if the Commission is ever attached by a 
thin line to the skirts of the toga of the Secretary of Com- 
merce, as proposed in one of the plans of President Roosevelt’s 
secretive advisers, provision will be made for a hearing room 
that comes up to the adjective used to describe it. If the 
government were not so poor, and prospectively poorer by 
reason of the bonds that are to be issued for various govern- 
ment projects, it might hire a “public address” system from 
the telephone company to enable those interested to hear in 
the present hearing rooms. Much, of course, of what is said 
is not worth hearing. However, there is some curiosity, if not 
interest, in everything that is uttered in the cases before the 
Commission. To be sure, there would be some improvement 
if witnesses prone to whisper their names to the stenographic 
reporters and hold private conversations with commissioners, 
were required to “speak up” or get off the witness stand. 





Elmer Thomas, one of the sena- 
tors from Oklahoma, in opening the 
debate on the currency inflation ap- 
pendix to the farm relief bill, inter- 
preted the language giving President 
Roosevelt power to inflate the cur- 
rency and used language to describe what it would do backing 
up, it seemed, all the allegations made against Bryan in 1896 
by the “sound money” men and all the allegations opponents 
of greenbackerism in earlier years used about the advocates of 
paper fiat money. In substance, the opponents of Bryan and 
of the greenbackers said that what those schools of money 
economics proposed was to steal the hard-earned dollars of the 
thrifty by debasing the currency, one by the issuance of un- 
limited silver dollars and the other by the issuance of green- 
backs without known limit. This is what Senator Thomas said: 


Bryan and Greenback 
Leaders Died 
Much Too Soon 


No issue in 6,000 years save the World War begins to compare 
with the possibilities embraced in the power conferred by this amend- 
ment. Two hundred billion dollars now of wealth and buying power 
rests in the hands of those who own the bank deposits and fixed 
investments, bonds and mortgages. That $200,000,000,000 these owners 
did not earn, they did not buy it, but they have it, and because they 
have it the masses of the people of this Republic are on the verge 
of starvation—17,000,000 on charity, in the bread lines. ; 

If the amendment carries and the powers are exercised in a 
reasonable degree, it must transfer that $200,000,000,000 in the hands 
of people who now have it, who did not buy it, who did not earn 
it, who do not deserve it, who must not retain it, back to the other 
side—the debtor class of the Republic, the people who owe the mass 
debts of the nation. 


Later, the Oklahoma senator softened the picture painted 
by him to show that he meant the proposal was to relieve those 
in debt by reducing the buying power of those who had money in 
solvent banks, money in bonds that were still paying interest 
and real or other property still earning incomes, by bringing 
about higher prces, a benefit supposed to inure to debtors. 


But, in the view of some of the older generation, he showed 
What Bryan and his predecessors could have said had there 
been schools specializing in raw language (but not pretending 
to teach logic), such as Senator Thomas must have attended. 

But, so far as the markets in which one may deal in stocks, 
bonds, or commodities, or gamble, if so inclined, in terms of 
stocks, bonds, and commodities, the Oklahoma senator did not 
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seriously frighten any great number of persons with his shivery 
Robespierre-Danton-Marat language. 

Those using such facilities for trading or gambling seemed 
to believe merely that the currency was to be inflated, or de- 
based, if that word is liked better. They bought and they sold, 
in considerable volume, the day after Senator Thomas talked 
in terminology reminding one of the French revolution figures 
mentioned. They forced up some of the prices. They seemed 
to believe that what was called one dollar now soon would be 
called two dollars and that, therefore, it was advisable for them 
to have things marked in dollars. 

No one seemed to deem it possible that President Roose- 
velt, empowered to issue $3,000,000,000 in greenbacks, other 
billions of paper money through the reserve bank system, or 
silver, and to reduce the gold in the dollar, would start the 
country on the path trodden by Germany or even the shorter 
road that France used, after the war, for the extinction of 
debts. 

Debasement of the currency, any reader of history knows, 
has been fairly common—not so common as war, but still com- 
mon enough to send shivers through the frames of those who 
have laid up something for a rainy day, in the form of life 
insurance or supposedly good bonds, which, in a time of de- 
based currency, can be paid “in money” of only a fraction of 
the buying power of the dollars they saved. 

When the amendment becomes a law, President Roosevelt 
will be able to govern the money of the land by the issuance 
of orders, or decrees, as they are called in many parts of the 
world. 





At least 20,000 government work- 
ers in Washington, equal to about 28 
per cent of the whole number, for 
weeks have been more miserable, 
probably, than any of the millions out of employment. Govern- 
ment economy places before them the prospect of walking the 
streets of the nation’s capital looking for work after years of 
employment that has unfitted many of them for any sort of 
work in private business. Enlistment in the government’s 
forest army holds out promise only for such of the males as 
are fit for physical labor. It gives no promise whatever to the 
female employes, unless the Muscle Shoals project calls for 
female clerical labor. 

Eighteen thousand are employes who have been on the 
classified civil service rolls for thirty years or more. It is pro- 
posed to give the President power to retire them. Assurances, 
however, have been given that the power to compel retirement 
at the end of thirty years will be used in a human and not 
inhuman manner. However, that does not remove the shadow 
from the doors of those who bought homes in Washington and 
have children in school. The 18,000, however, are not in as 
precarious a position as those who, like clerks and others in 
the Commission’s valuation bureau, face the prospect of being 
thrown out because Congress fails to appropriate money enough 
to keep them on the rolls. The thirty years’ retirement pros- 
pect would be pleasing to such clerks as have not served thirty 
years in the valuation division and other parts of the Com- 
mission who will be forced out because there is no appropria- 
tion for them. 

On account of the prospect of increased unemployment in 
Washington, Congress probably will be called on for larger 
appropriations for relief in the fiscal year that will begin on 
July 1, next. All of which serves to bring to mind Bert Wil- 
liams’ song line: “When he hit me in the stomach I bulged 
out in the back.” 


Days of Misery for 
Government Employes 





It is about time, it may be suggested, some- 
one made a systematic search to determine 


Pi Bro. Ra whether Jeffersonian simplicity is a myth, the 
Simplicity result of bad roads at the time of the immortal 


Thomas’s inauguration, or a thing of volition on 
his part. Victoria Faber Stevenson, writing in 
the American Motorist about “Presidents Who Drove to Wash- 
ington to Be Inaugurated,” says that, when Jefferson, the first 
President to be inaugurated in the new capital, came from his 
home near Charlottesville, Va., to assume office, he had no 
choice of his method of travel. Continuing, but without citing 
authority, she said: 


He had made the journey often enough during his vice-presidency 
to John Adams to know that at that season of the year he could 
only ride the snowy, rocky, muddy, rutted paths called roads on 
horseback. Upon reaching the city on the 4th of March, 1801, with 
only the small amount of luggage his saddlebag carried, he learned 
that the green velvet suit he had hoped to wear that day had not 
arrived. He knew by his own travel that road conditions had pre- 
vented Jack Eppes, his son-in-law, from bringing the splendid coach 
and four he had been instructed to purchase into the capital with 
the dressy apparel he had expected to wear. Consequently, those 
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who saw the new President sworn in, in the room now used by 
the Supreme Court, reported that he wore a gray homespun coat, 
red underwaistcoat, velvet breeches and gray woolen stockings. His 
friends who probably knew nothing of his missing luggage praised 
his attire as appropriate, neat and conforming to Jeffersonian sim- 
plicity. 


The inauguration, the annual meet- 
ing of the Daughters of the American 
Revolution, the Easter vacation period co- 
inciding with Japanese cherry blossom 
time, and the annual meeting of the Red 
Cross, are believed to have brought more 
visitors to Washington this spring than in any other. The 
advertising given the cherry blossoms seems to have done its 
work so well that those blooms constitute an asset for trans- 
portation agencies and Washington merchants, even if there 
are Washingtonians who think the cherry blossoms do not 
compare as a sight with the apple blossoms in big orchards 
near the city. 

Winchester, Va., for several years, has been trying to get 
the country largely interested in her apple blossom festival 
and the place to which Sheridan made his more or less cele- 
brated ride seems to be succeeding. But, if the apple blossoms 
would hurry and bring themselves nearer the time of the 
cherry blooms, both cities might profit by the love of touring 
implanted in the breasts of Americans, almost as firmly as 
the Englishman’s desire, in the middle ages, to make a pil- 
grimage to Canterbury.—A. E. H. 


Washington 
a Spring Tourist 
Attraction 


ROOSEVELT AND RAILROADS 
(Continued from page 816) 

selves to save waste and cut out duplications that are 
now to be done for them. However, we might also re- 
mark that there is a good deal of over-excitement about 
these wastes and duplications. There are no more of 
them in the railroad business than in any other business 
—perhaps not so many—and many of them are generally 
supposed to be necessarily a part of the competitive 
method of commerce. If competition is to be entirely 
taken out of railroading, let us have government owner- 
ship and be done with it. 

We have treated this matter as if it were assured that 
the bill would pass. That would seem to be the obvious 
conclusion from observation of the way in which President 
Roosevelt is getting things done his way. The railroads 
may join the thin ranks of those opposing some of his 
schemes, but we doubt it. Though .we do not presume 
to pass on the legal aspects of the situation, it is our opin- 
ion that the proposed law could hardly be enforced unless 
the railroads consented; in other words, it compels them 
to do some things that the government has no right to 
compel them to do, however much some may think they 
ought to be done. We believe we shall have this kind of 
control, at least “temporarily,” but, though the plan is 
to be put into force for only a year, the President will 
have power to extend the term. Whether or not it will be 
extended, of course, depends on how the railroads con- 
duct themselves under it and how it succeeds generally. 


PASSENGER FARE CUTS 


Invasion of official classification territory by the Louisville 
& Nashville reduced passenger fare basis, on five days’ notice, 


has been authorized by the Commission. In fourth section order 
No. 11232, that body, by division 2, has granted relief from the 
provision of that part of the law pertaining to the aggregate of 
intermediates so that between Cincinnati on the east and St. 
Louis on the west the Baltimore & Ohio may make fares at 
the rate of 2 cents a mile in coaches and 3 cents a mile for 
passengers traveling in sleeping and parlor cars instead of 3.6 
cents in coaches and 3.6 cents plus a surcharge equal to one-half 
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of the charge for parlor or sleeping car service, Coincide 
with the grant of fourth section authority sixth section Derm . 
mission was granted to make the necessary tariffs operative , 
five days’ notice. (See Traffic World, April 15, p. 725.) 

This departure by the Baltimore & Ohio from the 34 cen 
basic fare level is limited so that it will not affect inten, 
fares east of Cincinnati or west of St. Louis. ; 

However, that limitation does not remove from the Dort 
folios of other lines in official territory, particularly the Penn, 
sylvania and the New York Central, the question whether » 
tween Cincinnati and St. Louis they will meet the competitig, 
of the Baltimore & Ohio, which, under the fourth and gig 
section order and permission, is authorized to meet the competi. 
tion of the Louisville & Nashville between the points mentiongg 

According to passenger traffic men the authorizations given 
to the Baltimore & Ohio constituted a threat to the Passenger 
traffic of the New York Central and the Pennsylvania via Rig, 
mond and Indianapolis, Ind., to and from St. Louis. It wag Sug. 
gested that if they did not meet the competition via those point 
they would run the risk of having a large part of their traffic 
between the east and west diverted to routes that would incluie 
the low fare basis territory because experienced travelers wou 
take advantage of their right to buy tickets to the edge of th 
low fare territory, then buy tickets via the Baltimore & Ohi 
to destinations, notwithstanding the fact that the joint interlin. 
fares would not be affected by the low spot in Baltimore & Ohi 
territory caused by the determination of that carrier to meg 
the competition of the Louisville & Nashville. The Baltimore ¢ 
Ohio would not officially be a party to such a cutting of the 
joint interline fares. But the law does not forbid a passenger 
desiring to go from Cleveland, O., to St. Louis, for instance, 
making a combination, by separate purchases of tickets, based 
on Cincinnati. 

While the Baltimore & Ohio, in theory, is relieved from the 
cutting of the joint fares, the passenger cannot be deprived of 
his right to buy tickets the combined cost of which is less than 
the regular fare from Cleveland to St. Louis via Cincinnati, if 
the combination is lower than the through fare. 

Extension of the Louisville & Nashville basis into official 
classification territory by the Baltimore & Ohio presents what 
was at first regarded as a minor complication which, however, 
may become a major trouble. The Baltimore & Ohio has the 
short line between St. Louis and Cincinnati. Therefore, by 
use of the Louisville & Nashville basis, the northern carrier 
makes fares between those points lower than the railroad that 
initiated the two and three cents a mile basis, the difference 
in fares in parlor and sleeping cars in favor of the Baltimore 
& Ohio being something like $1.50. 


Under the rule laid down by the Commission when it refused 
to allow the Southern to make fares to points on parts of its 
system that were competitive with the Louisville & Nashville 
because its lower rates would apply only at competitive points, 
the regulating body cannot permit the Louisville & Nashville to 
meet the competition of the shorter Baltimore & Ohio line at 
the competitive points unless it scales fares down below the two 
and three cents basis in the territory between Cincinnati and 
St. Louis. If it permits the Louisville & Nashville to meet the 
Baltimore & Ohio fares at competing points without breaking 
down the two and three cent basis, it is believed it will have 
to permit the Southern and other carriers to meet the competi- 
tion of the Louisville & Nashville at junction points, if the South- 
ern will adopt the two and three cent basis for making fares to 
the competitive points and thereby, to that extent, recede from 
the position it took on the Southern application. From aly 
point of view, informed men believe, there is considerable trou- 
ble in the matter both for the railroad and the Commission. 

With a view to establishing coach fares on the basis of 15 
cents a mile on various parts of their system, the Southern and 
the New Orleans & North Eastern filed fourth section applica- 
tions asking to be relieved of the duty of observing the aggre 
gate of intermediates part of that section. They asked authority 
to establish one way coach fares on the basis mentioned for an 
experimental period ending Oct. 1. The N. O. & N. E. said it 
desired to establish the reduced rates between New Orleans, La., 
and Hattiesburg, Miss. The Southern asked for the privilege 
of making the experiment on the line between Washington, 
D. C., and Harrisonburg, Va.; between Danville and Norfolk, 
Va.; and between Chattanooga, Tenn., and Bristol, Tenn.-Va. 

On their face these fourth section applications did not appear 
to be anything in the nature of a challenge to any other rail- 
road. Earlier applications of the Southern, which were denied, 
were regarded by the Commission as inviting the Louisville & 
Nashville to engage in a tussle about passenger fares. The 
earlier fares on the low basis were proposed to apply only to 
points of competition between the Southern and the Louisville & 
Nashville on the specified parts of the Southern system selected 
for the experiment, without reductions at intermediate points. 
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BRISTOL AND NORTON RATES 


ITH Commissioners Mahaffie and Porter dissenting, and 
Commissioner Tate dissenting in part, the Commission, in 
report written by Commissioner Eastman in I. and S. No. 
agg), TateS ON Bristol and Norton lines of Norfolk & Western 
mailway, embracing also No. 7865, Chamber of Commerce of 
ohnson City, Tenn., vs. Southern et al., has found justified 
proposed class rates between official classification territory and 


























© points mpoints on the Bristol and Norton lines of the Norfolk & West- 
r trafiefmen in Virginia and has found justified proposed cancellation 
include Mot commodity rates on calcium carbide from Ivanhoe, Va., to 
S Would mpoints in central territory. 

Of the As the result of the further hearing in No. 7865, the Com- 
& Ohio mission also modified its former finding with respect to undue 
tering prejudice to Johnson City, Tenn., and undue preference of 
& Ohio Bristol, Va.Tenn., in connection with class rates from central 
> mett MM titory. Previous reports: 46 I. C. C. 527, 50 I. C. C. 605, 
nore é Mog 64 1. C. C. 709. The findings on this phase of the matter 
of the Min the present report follow: 

Senger 

stance, That upon further kearing the rates from central territory, includ- 
based ing Buffalo and Pittsburgh and Ohio River crossings to Johnson City 


over routes of the Norfolk & Western via Walton, are, and for the 

future will be, unduly prejudicial to Johnson City and unduly prefer- 

m the ential of Bristol to the extent that the rates to Johnson City exceed 

ved of the rates to Bristol by differences greater than the following amounts, 

> than subject to the southern classification, and that rates arrived at by 

ati it adding these amounts to the Bristol rates will be maximum reasonable 
’ rates: 


Class 1 2 3 4 5 6 7 8 9 10 11 12 
ficial 8 7 6 4 4 3 3 2 2 2 2 1 


What It should be understood that tke above differentials are not in- 
ever, tended to be proportional! rates and that there is no presumption that 
S the they should measure the division of revenue to accrue to the Southern 
, by for the haul from Bristol to Johnson City. 


‘tat To all the rates prescribed in this report may be added the 
ence emergency charges found reasonable in Fifteen Per Cent Case, 
nore 1931, 179 I. C. C. 215. 

The modified order in No. 7865 is effective on or before 
_ June 24. 
its Commissioner Eastman said that under the carriers’ pro- 


ville posals in Eastern Class Rate Investigation, 164 I. C. C. 314, 171 
nts, IC. C. 481, and 177 I. C. C. 156, the class rates on the Bristol 
to and Norton lines and between them and other sections would 
at have been reduced substantially, but would have continued to 
two be higher than the general level of rates proposed within official 
ind territory. After referring to what the Commission said at page 
the 407 of the first report in the Eastern Class Rate case concerning 
ing these lines wherein it was stated that a system of rates based 
ve on a scale of arbitraries to be added to the rates to and from 


sti- nmain-line junctions was prescribed for the branch lines involved, 
th- the commissioner said that as the rates prescribed in the East- 
to em case were maximum reasonable rates, respondents elected 
m to publish rates to and from the Bristol and Norton lines based 
ny on the standard-line basic scale, applied to short-line distances. 
u- Protestants objected to these rates, said Mr. Eastman, lower 


than the maximum prescribed, because of a fear that they might 
5 compel reductions in the rates between official and southern 
d territories. The principal protestants were the Atlantic Coast 
: Line, Central of Georgia, Louisville & Nashville, Nashville, 
Chattanooga & St. Louis, Seaboard Air Line and the Southern. 
y Continuing, Mr. Eastman said: 
1 
t 


r Respondents give a number of reasons for changing their policy 
With respect to these rates since the presentation of their evidence 
’ n the Eastern case. These may be summarized as follows: (1) The 
asic scale prescribed in that case is not far from the level of the 
| ponies which the carriers had proposed for the Norton and Bristol 
ang (2) the basic scale has been prescribed for intrastate applica- 
tion to and from points on these lines, and use of a higher basis for 
jiterstate rates would produce an incongruous adjustment from points 
lnediately across the border of Virginia; (3) these lines are paral- 
fr ed by improved highways, which would permit trucking of freight 
Tom main-line points having the standard basis of rates; (4) there 
are coal mines on the Norton line and branches thereof which com- 
ong With other mines on the main line of the Norfolk & Western, 
the. Chesapeake & Ohio, and the Virginian, and it is desirable that 
“Y mines have the same basis of rates on tkeir inbound supplies; 
Po (5) there is a growing tendency to replace commodity rates with 
which made on percentages of first class for important commodities 
iene are competitively manufactured, and the Norfolk & Western 
- res to protect manufacturers on its Bristol and Norton lines 
seninst having to pay a basis of class rates higher than the standard 
ow in the event that existing commodity rates now available to 
ese manufacturers are so replaced. 
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A finding that the suspended rates were not justified, said 
Mr. Eastman, would be tantamount to prescribing minimum 
rates “and upon consideration of the facts of record we do not 
believe that they support such action.” Continuing, he said: 


We are influenced in this view by the fact that in other sections 
of trunk-line territory where we prescribed class rates higher than 
the basic scale in recognition of transportation conditions no more 
favorable than those on the Bristol and Norton lines, the carriers have 
in a number of instances failed to avail themselves of the higher basis 
without interference on our part; by the furtker fact that at no other 
gateway points has a special adjustment been prescribed to protect 
the southern class-rate structure; and by the other considerations 
above discussed. We accordingly find the suspended class-rate sched- 
ules justified. 


Commissioner Tate said that in No. 7865 he would have 
preferred the result reached in the original decision or one 
that would be reached by having the differential of Johnson 
City over Bristol reduced more than the present report reduced 
it. However, he said, the present report greatly improved the 
situation which existed prior to the institution of the proceed- 
ing and was a distinct step in the right direction. It was his 
opinion that whatever the Commission would do in I. and S. 
No. 3660 would be far from ideal and that the explanation for 
that statement was to be found in his belief that the class 
rates fixed for official classification territory and those fixed 
for southern classification territory were so improperly related 
as that it was impossible to do exact justice until that rela- 
tionship was changed. 


Commissioner Mahaffie, in his dissent in which Commis- 
sioner Porter concurred, said the suspended rates found justi- 
fied by the majority were made on the standard scale E basis 
prescribed in the Eastern case for application in central and 
trunk-line territories, and that they were materially lower than 
the rates prescribed in that case to and from points on the 
Norton and Bristol lines; lower than the rates in New Eng- 
land prescribed in the Eastern case; much lower than the 
present rates from central territory to Bristol prescribed in 
the Johnson City case (No. 7865) and much lower than the rates 
found reasonable in the Southern Class case between official 
territory and points immediately west and south of the Norton 
and Bristol lines. In part he said: 


The proposed sweeping reductions to and from points on _ the 
Norton and Bristol lines are the result of what may be termed an 
accident of ownership by the Norfolk & Western, which, with certain 
_ comparatively minor exceptions, lies wholly in official territory. We 
have a responsibility for the maintenance of an adequate system of 
transportation. We are required by section 15a to adjust rates so that 
carriers as a whole, or as a whole in designated rate areas, will as 
nearly as may be earn a fair return as there defined. Stated otherwise, 
we must consider not alone the conditions on the line of a single car- 
rier but the situation on all the carriers in a given rate area in de- 
termining lawful rates. The record is convincing that while the Nor- 
folk & Western may benefit from the rates here sanctioned the south- 
ern carriers will suffer. The traffic policy of an individual carrier, 
more prosperous than its neighbors, should not be permitted to pre- 
vail when it appears that it will result in the serious consequences 
here shown. Competition may be destructive. While such action as 
is here taken may benefit the Norfoik & Western, its effect on the 
railroad industry as a whole should be considered. There is much 
public discussion of the necessity of some means to put an end to 
ne throat cutting by the railroads. This case illustrates that 
need. 


AUTOMATIC TRAIN CONTROL 


In No. 13413, in the matter of automatic train control 
devices, Chicago, Indianapolis & Louisville Railway, the Com- 
mission, by division 6, in a report written by Commissioner 
McManamy, has suspended until further order of the Commis- 
sion, orders of June 13, 1922, and January 14, 1924, as amended, 
requiring installation of automatic train-stop or train control 
devices, in so far as those orders affect petitioner. The former 
reports are 69 I. C. C. 258 and 91 I. C. C. 426. The line covered 
by the orders extends from Hammond to Indianapolis, Ind., 
approximately 160 miles. It is estimated the carrier will save 
approximately $1,000 a month as a result of being relieved from 
maintaining and operating the automatic train stop devices in- 
volved. The carrier urged the necessity for drastic reductions 
in operating expenditures. In view of the favorable physical 
characteristics of the railroad, reductions in traffic, relative 
freedom from accidents of the character which the devices were 
designed to prevent, experienced personnel in train and engine 
service and the need for immediate curtailmnt of operating 
expenditures, the Commission found that continued mainte- 
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nance and operation of automatic-train stop devices were not 
at present required. 


COMMISSION REPORTS 


Lumber 


No. 21999, West Coast Lumbermen’s Association et al. vs. 
A. GC. & Y. et al., embracing also No. 22087, California White & 
Sugar Pine Manufacturers’ Association et al. vs. A. C. & Y. et 
al., and No. 22314, California Redwood Association vs. A. C. & Y. 
et al. Report on reconsideration. By division 4. Prior finding, 
183 I. C. C. 191, that rates on lumber from north Pacific coast 
group and other western groups to central territory were not 
unreasonable, affirmed. Held that allegation of undue prejudice 
was withdrawn, and, accordingly, finding that rates assailed 
were unduly prejudicial vacated. Complaint dismissed. 


Hogs 
No. 25133, Irvin Daugherty et al. vs. A. T. & S. F. et al. 
Report of Commission on reconsideration. By division 3. Find- 


ings in 191 I. C. C. 93 as to reparation on shipments of hogs 
modified to permit complainants to file additional proof. 


Gasoline 


No. 25613, Allegheny-Seaboard Oil Corporation vs. T. & P. 
et al. By division 3. Applicable rate, 39.5 cents, gasoline, Pecos, 
Tex., to Belle Chasse, La., for export, unreasonable to extent it 
exceeded 24 cents. Complainant entitled to reparation. Out- 
standing undercharges may be waived. 


Sodium Sulphite 


No. 25064, Tennessee Extract Corporation vs. A. C. L. et al. 
By division 3. Applicable rates, sodium sulphite, Nitro, W. Va., 
Grasselli and Coopers Point, N. J., Baltimore, Md., and Phil- 
adelphia, Pa., to West Nashville, Tenn., unreasonable to extent 
they exceeded 53 cents from Nitro, 74 cents from Grasselli, 69 
cents from Baltimore, and 71 cents from Philadelphia and 
Coopers Point. Complainant entitled to reparation. 


Casinghead Gasoline 


Fourth Section Application No. 14679, casinghead gasoline 
between Texas points. By division 2. Applicants authorized 
(1) To establish and maintain, over interstate routes between 
points in Texas, the lowest rates on casinghead, carloads, applic- 
able over any intrastate route between such points, constructed 
on the basis of the Texas scale, and to maintain higher rates 
from, to, and between intermediate points, provided, that rates 
from, to and between such higher-rated intermediate points shall 
not exceed rates constructed on the basis of the scale pre- 
scribed in the Refined Oil case (Refined Petroleum Products 
in the Southwest, 171 I. C. C. 381), and shall in no case exceed 
the lowest combination of rates subject to the act; (2) To estab- 
lish and maintain over circuitous routes from points in Texas 
to Shreveport and points grouped therewith, the lowest rates 
applicable over the direct line or route from and to such points, 
constructed on the basis of the Texas scale, and to maintain 
higher rates from intermediate points in Texas, but not includ- 
ing intermediate points from which the haul of the petitioning 
line or route is not longer than that of the direct line or route 
between the competitive points, provided further that rates 
from such higher-rated intermediate points shall in no case 
exceed the lowest combination of rates subject to the act and 
that the relief herein authorized shall be subject to circuity 
limitations. Relief granted in Fourth Section Order No. 11231. 
Commissioner Aitchison noted a dissent. 


Canned Goods 


I. and §S. No. 3782, rail-lake-rail canned goods, Wisconsin 
to east. By division 3. Finding of nonjustification as to pro- 
posed cancellation of rail-lake-rail commodity rates on canned 
milk, Manitowoc, Wis., and on canned goods, points in extended 
Zone C in Wisconsin to destinations in eastern trunk line terri- 
tory and New England. Suspended schedules cancelled and pro- 
ceeding discontinued. By the schedules respondents proposed 
to substitute for the present rail-lake-rail commodity rates the 
column 27% rail-lake-rail rates established March 20, 1932. 
The latter rates, although now in effect, said the Commission, 
were still under investigation in I. and S. No. 3662, lake-and- 
rail class and commodity rates. The column 27% basis would 
disrupt the existing 4 cent differential, rail-lake-rail rates under 
all-rail rates, said the Commission. Great Lakes Transit Cor- 
poration protested. In view of the pendency of I. and S. No. 3662, 
a proceeding said by the Commission to be of much more com- 
prehensive scope than I. and S. No. 3782, and of the further fact 
that the adjustment proposed in I. & S. No. 3782 not only lacked 
uniformity but actually contained rail-lake-rail rates higher than 
the contemporaneous all-rail bases, the Commission said, pro- 
posed schedules had not been justified. 


Coal 


Fourth Section Application No. 14385, bituminous coal to 
Kansas and Nebraska. By division 2. In fourth section order 
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No. 11230, carriers’ defendants in Midwest Coal Traff 
vs. A. V. L, 173 I. C. C. 467, authorized to establish ang 
tain on coal from points in Missouri, Kansas, Oklahoma. ; 
Arkansas in the Pittsburg, Rich Hill, Claremore, hae an 
Oklahoma, Spadra, Henrietta, McAlester, and Greenwoog oe 
set forth in the Midwest case cited; also from stations jp a * 
in other mining groups as described in application No, ite 
to points in Kansas and Nebraska, included in the Migr 
case, the lowest rate applicable over any line or route mm 
and to the same points constructed on the basis Dreseribet 
or approved in the Midwest case, or made with relation ther 
as set forth in the aplication, and to maintain higher rateg res 
to, and between intermediate points; provided, that the a , 
from, to or between such higher rated intermediate point 
shall not exceed rates constructed on the basis prescribed , 
approved in Midwest case or made with relation thereto a 
set forth in the application, and shall in no case exceed the 
lowest combination of rates subject to the interstate Commerce 
act, and subject to circuity limitations. Commissioner Ty, 
concurring, said he approved the report, without the imposi 
tion of the equidistant clause while voting as a member Of a 
division out of deference to the action of the Commission in 
rn a ue Rates on Lumber and Other Forest Products, 1¢; 
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Sulphate of Ammonia 
Fourth Section Application No, 14860, sulphate of ammoni 
to the south. Supplemental report of the Commission. By 4. 
vision 2. In supplemental fourth section order No. 11159 Te. 
lief from long-and-short-haul provision of section 4 in rates o 
sulphate of ammonia from Duluth and other points in Minnesot 
to the south authorized in 191 I. C. C. 227 modified to proviie 
that rates to higher rated intermediate points on short ani 
weak lines shall not exceed rates constructed by adding 
cents a net ton to the standard line basis. 


Soya Beans 


No. 25054, Standard Soy Bean Mills vs. C. B. & Q. et al, 
By division 3. Rates, soya beans, points in Illinois on the 
Wabash and Illinois Central to Centerville, Ia., were not u- 
reasonable, but the present combination rates assailed are and 
for the future will be unreasonable to the extent they exceed 
or may exceed corresponding class C rates prescribed for 
application from and to the same points. Assailed rates to 
Centerville are and for the future will be unduly prejudicial 
to complainant to extent that the differences between the as 
sailed rates and rates from points in Illinois on the Wabash 
and Illinois Central to destinations in Iowa on soya _ beans 
milled in transit at Decatur, Peoria, Chicago, or Taylorville, 
Ill., are any greater than the differences between the correspond- 
ing class C rates prescribed for application from and to the 
same points. Complainant not shown to have been damaged by 
any undue prejudice that may have existed. Order for future 
effective on or before July 28. Commissioner McManamy, dis. 
senting in part, said he agreed with the finding that the assailed 
rates would be unreasonable to the extent they might exceed 
the corresponding class C rates. As he understood the finding 
of undue prejudice it virtually required an increase to the class 
C basis in the rates on soya beans and the products thereof 
from Illinois to all of Iowa, and he said no justification was 
= on the record for requiring such a sweeping readjust: 
ment. 

Cotton Fabrics 

No. 25367, Rock Hill Printing & Finishing Co., Inc., vs. A. 
B. & C. et al. By division 5. Dismissed. Rates, cotton fabrics, 
unfinished, in the original piece, any quantity, from various 
origins in Alabama, Georgia, North Carolina, Virginia, and 
Kentucky to Rock Hill, S. C., not unreasonable or otherwise 
unlawful. 


NEW HAVEN STOCK 


In Finance No. 6441, New York, New Haven & Hartford 
Railroad Co. stock, the Commission, by division 4, in a supple 
mental report, has modified its order of September 9, 1927, 
131 I. C, C. 233, so as to permit the applicant to substitute for 
expenditures submitted as part of the basis for the issue of 
$49,036,700 of cumulative 7 per cent preferred stock thereil 
authorized certain other capital expenditures not heretofore 
capitalized in the amount of $38,663,929.96. The Commission 
said the authority requested to enable the applicant to be in 
a position, should it be necessary to issue additional bonds, to 
apply for authority to issue bonds against the payment of in- 
debtedness, on cancellation and retirement of a like amount 
of series A bonds. Commissioner Eastman noted a dissent. 


TENTATIVE VALUATION 


Valuation No. 1180, tentative valuation report on the prop- 
erty of the Jacksonville Terminal Co., as of December 31, 1928. 
By the Commission, division 1. Final value, total owned prop- 
erty, $7,317,011; total used, $6,937,300. 
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CEMENT FOURTH SECTION 


XAMINER C. K. Glover, in fourth section application No. 

14138 and others, has proposed that the Commission author- 
je railroads to continue or establish and maintain rates on ce- 
ment, in carloads, and cement, Portland, natural or hydraulic, in 
straight or mixed carloads, from, to, and between points in 
southwestern and western trunk line territories, without observ- 
ing the long and short haul part of section 4, upon conditions, 
the chief of which appears to be the 70, 50 and 331/3 per cent 
circuity limitations. He recommends that findings made in 
formal docket decisions be appropriately modified and fourth 
section orders heretofore granted in accordance with the find- 
ings be vacated. Affected cases are Iola Cement Mills Traffic 
Association vs A, W. 87, I. C. C. 451; Oklahoma Portland Cement 
Co. vs. D. & R. G. W., 128 I. C. C. 68; and Iola Cement Mills 
Traffic Association vs. A. & V., 144 I. C. C. 585 and 148 I. C. C. 
122. 

In addition to setting forth the circuity limitations here- 
inbefore described, the examiner said: 


In complying with the aforesaid provisions, applicants should 
be authorized to use the distances upon which the rates are based 
in lieu of the distances from and to individual points. 

Applicants should also be authorized to publish, in lieu of specific 
routing between points of origin and destination, a general rule or 
rules showing rates and maximum distances for routing, similar to 
the rule approved for the same purpose in Western Cement Rates, 
supra (132 I. C. C. 273), even though in some instances the degrees 
of circuity which would result from the establishment of rates in 
this manner may exceed the degrees of circuity recommended. 

The authority to charge at higher-rated intermediate points rates 
constructed by adding arbitraries to rates computed on the basis 
of the basic scales and method of computing distances prescribed or 
approved in the appropriate proceeding or proceedings hereinbefore 
referred to, included in the above recommendations, should not apply 
to the Gulf, Mobile & Northern Railroad Company. 


PROPOSED BRICK ADJUSTMENT 


In a proposed report in No. 25478, Ohio-Kentucky Associated 
Industries vs. Alton et al., embracing also a sub-number, Same 
vs. A. & W. et al., Examiner Alfred G. Hagerty has recom- 
mended findings with respects to rates on brick and related 
articles from the Olive Hill and Ashland-Portsmouth districts 
in Kentucky and Ohio-Kentucky, to destinations in central ter- 
ritory west of the Ohio-Indiana state line; from the St. Louis, 
Mo., district to the same destination territory, and from Cin- 
cinnati, O., and Louisville, Ky., to destinations in central] terri- 
tory west of the Ohio-Indiana state line, and to points north of 
Chicago, Ill., in Minnesota, Wisconsin and Michigan. 

Mr. Hagerty said both cases related, directly or indirectly, 
to what was popularly known as “the 1911 brick rate adjust- 
ment,” more particularly described and given comprehensive 
consideration in National Paving Brick Manufacturers’ Asso- 
ciation vs. A. & V, 68 I. C. C. 213, 233-241, decided April 4, 1922, 
and subsequent cases. 

There was not now nor had there been any disposition on 
the part of either shippers or carriers to displace the 1911 ad- 
justment with a rigid point-to-point distance scale on a fixed 
relation to the first-class rates, or otherwise; nor did the com- 
plainants here seek any such result, said the examiner. 

“The rates here assailed from the Ashland-Portsmouth and 
Olive Hill districts to central territory west of the Ohio-Indiana 
state line, as part of a group-rate adjustment, are substantially 
in balance with the central territory ‘short-haul’ scale,” said 
he. “That scale, and the groupings associated with it, have prac- 
tically and quite satisfactorily preserved ‘the 1911 brick rate 
adjustment’ for more than two decades. Its life—in the absence 
of proof to the contrary, which is lacking on this record—gives 
rise to the presumption that the scale rates are neither un- 
reasonable not otherwise unlawful. The rates from the St. 
Louis district to the same destination territory, for comparable 
measures of transportation services, are substantially below 
the scale, and in that particular are unduly preferential of the 
St. Louis district as a locality and also of the brick manufac- 
turers in that district who make use of those ratesein shipping 
to the designated destination terrtory. Defendants should be 
required to remove the unlawful preference by raising the St. 
Louis district rates to the level of the scale, and similarly 
adjusting any of the rates from the Ashland-Portsmouth and 
Olive Hill districts which are found now to be lower than the 
scale. 

“The rates here assailed from Cincinnati and Louisville to 
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central territory west of the Ohio-Indiana state line are sub- 
stantially in balance with the scale, and therefore, under the 
presumption here recognized, are neither unreasonable nor oth- 
erwise unlawful. The grounds for complaint as to those rates 
will be entirely removed by raising the rates contemporaneously 
maintained from the St. Louis distrfct to the level of the scale, 
as already suggested. 

“The rates from Cincinnati and Louisville to the grouped 
destinations north of Chicago, being lower than the scale, are 
not proven to be unreasonable. They are, nevertheless, unduly 
prejudicial in the particulars that they exceed rates constructed 
on a basis 75 cents differentially higher than the rates con- 
temporaneously maintained from Chicago to the same destina- 
tions by amounts greater than the rates from Evansville to that 
same territory exceed the contemporaneous Chicago rates. 

“An order should be entered requiring that the described 
adjustments be made.” 

Rates from the other competing brick producing districts 
west of the Ohio-Indiana state-line, to the extent that they are 
compared upon the record, appear generally to conform to the 
scale. In such particulars as they might not be in conformity 
with the scale it is expected that the defendant carriers will 
readjust them in harmony therewith. 


SOUTHEASTERN COAL RATES 


Examiner Harris Fleming, in a proposed report in No. 23314, 
Corporation Commission of North Carolina vs. A. & R. et al. 
and the formal docket complaint cases joined with it, has rec- 
ommended the dismissal of the complaints on a finding that 
the rates on bituminous coal from mines in Alabama, Tennessee, 
eastern Kentucky, southwestern Virginia and West Virginia to 
destinations generally in the Carolinas, a few points in Georgia 
and to the ports of Wilmington, N. C., Charleston, S. C., Sa- 
vannah and Brunswick, Ga., and Jacksonville, Fla., are not 
unreasonable, and, so far as the issue is raised by the com- 
plaints, not unduly prejudicial. 

The complaint cases joined with the title complaint are 
four sub-numbers, Georgia Kaolin Co. vs. L. & N.; P. W. Martin, 
Gordon Clays, Inc., et al. vs. C. N. O. & T. P. et al; North Ameri- 
can Clay Co. vs. Southern et al. and Melville Marks et al. vs. 
C. N. O. & T. P. et al.; No. 23436, Railroad Commission of South 
Carolina vs. Alcolu Railroad Co. et al.; No. 23420, Transportation 
Bureau of the Spartanburg Chamber of Commerce vs. A. G. S. 
et al.; No. 23313 and Traffic Association of the South Atlantic 
Ports et al. vs. A. & R. et al. 

Also joined with the title and other formal complaints was 
I. and S. No. 3778, coal between southern points, in which the 
Commission suspended schedules filed by the carriers with a 
view to protecting the basis of rates to the heavy consuming 
centers in the Carolinas from the influence of rates from Ala- 
bama mines to points in the southeast, which, in many instances 
were on a lower level than the rates to the Carolinas. 

The quality of the rates to the southeast was brought into 
question by the formal docket complaints alleging unreasonable- 
ness to the Carolina territory and the necessity resting on the 
carriers to justify fourth section departures in them. 

Rather than to run the risk of being required to bring down 
their Carolina rates the carriers proposed a revision to the 
points in the southeast, other than the Florida peninsula, that 
would enable them to continue the level of the Carolina ad- 
justment. 

As to the suspension feature of the case Examiner Flem- 
ing said that the Commission should find not justified the pro- 
posed revision of rates from the points of origin mentioned in 
the formal complaints to destinations generally in Georgia, in 
northern Florida, some destinations in the Carolinas and in 
Tennessee and Alabama. 

Fourth section applications were filed in connection with 
the proposed rates. Fleming said that upon the record the 
proposed schedules might not be approved. But, he said, the 
carriers should file other schedules containing a revision of 
such of the rates to the southeast as failed to comply with the 
fourth section requirements. He said they might file applica- 
tions for such relief from the provisions of the fourth section 
as they desired and that opportunity should be afforded them to 
offer testimony in support of such applications as might be filed. 

The examiner in bringing his discussion of the testimony 
to a close said that the carriers considered the existing level 
of the rates to the southeast afforded the Carolina complainants 
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their principal ground for complaint and that except for the 
danger that the present rates to the southeast might be used as 
a yardstick by which to measure the Carolina rates, the in- 
creases shown in the suspended schedules would not have been 
attempted. He said the carriers were very apprehensive that 
the proposed increases would result in further losses in revenue 
on traffic in the southeast because of decreased tonnage to that 
territory but that they preferred to “take a chance” on that 
loss rather than face the “certainty of losing the enormous 
sums that any reduction in the rates to the Carolinas would 
involve.” Examiner Fleming said the carriers conceded that 
if the suspended schedules were approved by the Commission, 
“before the thing is over it may require treatment of all the 
southern rates.” They were willing, he said, to continue in 
effect the existing rates and relative adjustment as between 
the Southeast and the Carolinas, or an adjustment correspond- 
ing with that disapproved by the Commission in I. and S. No. 
3243, if they might lawfully do so. Both adjustments, Fleming 
said, in a way reflected the competitive conditions existing at 
the present time. 

But, the examiner said, the carriers, if forced to make an 
election, they preferred to take a chance of losing a part of 
the business destined to Atlanta and other southeastern mar- 
kets to the certainty of losing the big sums that reductions 
to the Carolinas would cause. They admitted, according to 
the report, that increases to Atlanta and other parts of the 
southeast would probably have the effect of diverting part of 
the traffic to other forms of fuel, but that that would be offset, 
in a measure, by the compensating increases that they would 
be certain to obtain on such parts of the business as they 
retained. A reduction of ten cents a ton on coal traffic handled 
to the Carolinas, they said, would cause a loss of $651,133. 
Using an operating ratio of 80 per cent, they figured it would 
require an increase of about a million tons to offset a ten cent 
reduction to Carolina territory. 

The only other reason, Fleming said, for prompting the 
proposed revision was the necessity of realigning certain of the 
rates to the southeast to conform with fourth section require- 
ments, but he said there was no showing in these cases as to 
the extent to which a revision was necessary on that account. 
All the fourth section applications on file, he said, pertained to 
the proposed and not to the existing rates. 


PROPOSED.REPORTS 


Petroleum Fourth Section 

Fourth section application Nos. 14495, 14736 and 14869, petro- 
leum from the southwest to Illinois. By Examiner G. L. Shinn. 
Authority proposed to be granted in Nos. 14495 and 14736, to 
enable the carriers to establish and maintain rates, petroleum 
and its products, from the southwest and related territories to 
Weber, Evanston and Northfield, [ll., and points grouped there- 
with, without regard to the long and short haul part of section 
4, subject to the usual condition that the rates shall not ex- 
ceed the lowest combinations, or the basis prescribed in Mid- 
continent Oil Rates, 1925, 112 I. C. C. 421, 132 I. C. C. 103, 136 
I. C. C. 140 and 139 I. C. C. 605, and the customary 50 and 
331/3 per cent circuity limitations. The examiner said appli- 
cation No. 14869 should be denied. 


Eggs 

No. 24873, Norris Poultry & Egg Co. et al. vs. Alabama & 
Northwestern et al. By Examiner Raymond W. Stough. Rates, 
eggs, St. Joseph, Mo., to destinations in southern territory pro- 
posed to be found unreasonable to the extent they exceed or 
may exceed rates prescribed in Consolidated Southwestern Cases, 
123 I. C. C. 2038, 139 I. C. C. 535, for application from points in 
Kansas-Missouri territory in group 208. The proposed finding 
is to be without prejudice to any different one that may be 
made in reopened Western Trunk Line and Consolidated South- 
western cases. Nor, said the Examiner, should the proposed 
finding be regarded as a precedent for the establishment of 
through rates from other points in western trunk line territory to 
the southeast. 

Mixed Furniture 


No. 25628, Akron Furniture Co. et al. vs. A. C. & Y. et al. 
By Examiner John Davey. Rates, mixed furniture, Memphis, 
Tenn., to Akron, Columbus, Canton, Newark and Youngstown, O., 
not unduly prejudicial but unreasonable to the extent they ex- 
ceeded $1.04 on couches and $1.06 on mixed furniture or mat- 
tresses, to Akron, Canton and Columbus, O., and $1.06 on furni- 
ture and $1.20 on couch hammocks to Newark and Youngstown. 
Reparation proposed. 


Crushed Stone or Marble 


Fourth Section Application Nos. 14794 and 14964, crushed 
stone or marble from and to south. By Examiner H. C. Lawton. 
Recommends that applicants herein be granted authority to 
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establish and maintain rates on crushed stone or crushed Marble 
(terrazzo aggregate), in bulk or in bags, in box cars, ang on 
crushed granite, in bags, in carloads, constructed on the basis 
prescribed or approved for application on the first-named com. 
modity in the Stone, Marble and Slate Case, 183 I. C. ©, 61; 
between points in southern territory, on the one hand, and points 
in trunk line territory (including Buffalo-Pittsburgh territory) 
and New England territory, on the other, over the same routes 
between these points over which first-class rates establisheg 
pursuant to the Southern Class Rate Investigation apply, anq 
to maintain higher rates from and to intermediate points, which 
shall not exceed rates constructed on the basis prescribed or 
approved in stone, marble and slate case, or the lowest combina. 
tion of rates subject to the interstate commerce act. 


Caustic Soda and Ash 


No, 25640, Mathieson Alkali Works, Inc., vs. A. T. & S. FP. et 
al. By Examiner T. Naftalin. Dismissal proposed. Applicable 
rates, caustic soda and soda ash, in straight and mixed carloads, 
Saltville, Va., to Texon and Rita Santa, Tex., determined as fo]. 
‘lows: To Texon, on caustic soda via Texarkana $1.13, and on 
soda ash via Wichita $1.09 and via Texarkana 92 cents; and on 
caustic soda Rita Santa, via Wichita $1.22, and via Texarkana 
or Vicksburg, in straight carloads or mixed with soda ash, $1.13. 
Applicable rates not unreasonable. 


Structural Steel 


No. 25604, Missouri Valley Bridge & Iron Co. vs. C. St. P. 
M. & O. et al. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Rate, structural steel, Indiana Harbor, Ind., fabricated 
in transit at Leavenworth, Kan., and forwarded to Faith, S. D.,, 
not unreasonable. 


Live Stock Delivery Charge 

No. 25344, St. Louis Independent Liquidating Co. vs. M. P. 
By Examiner J. P. McGrath. Dismissal proposed. Delivery 
charge of $3 a car, cattle and hogs, Kansas City, Kan., and 
on cattle, over interstate route from St. Joseph, Mo., to St. 
Louis, Mo., not unreasonable. Complainant not shown to have 
been damaged by alleged unjust discrimination and undue 
prejudice. 

Wheat Flour 


No. 25554, Rea-Patterson Milling Co. et al. vs. M. P. et al. 
By Examiner L, B. Dunn. Rate, less carload shipment, wheat 
flour, Tarboro, N.C.,to Coffeyville, Kan., inapplicable. Applicable 
rate, $1.50, not unreasonable or otherwise unlawful. Shipment 
overcharged. Complainants entitled to reparation of $13.87, 
with interest. 
Coal 


No. 25520, Traffic Bureau Lynchburg Chamber of Commerce 
for the Chesapeake and Virginian Coal Corporation vs. C. & O. 
et al. By Examiner John McChord. Rates, coal, a carload, Crab 
Orchard, W. Va., to Pig Point, Va., were, are, and for the 
future will be unreasonable to extent they exceeded or may 
exceed $3.20 a ton of 2,000 pounds. Rate of $3.79 charged. Com- 
plainant entitled to reparation. Defendant should be authorized 
and directed to waive published rates in excess of $3.79 a net ton. 


Coal 


No. 25292, Shelbina Milling Co. et al. vs. C. B. & Q. et al, 
embracing also No. 25293, John B. Busch Brewing Co. et al. vs. 
Same, and a sub-number thereunder, Rolla-Creamery & Ice Co. et 
al. vs. C. R. I. & P. et al. By Examiner E. L. Valentine. Pro- 
poses finding rates, coal, points in Illinois to points in Mis- 
souri, were and are unreasonable to extent they exceeded the 
rates now in effect. Follows Milton & Sons vs. Alton & S. R., 
179 I. C. C. 200. Reparation proposed. 


Common Brick 


No. 25226, National Brick Co. vs. C. & N. W. et al. By 
Examiner Robert M. Furniss, Dismissal proposed. Rates, com- 
mon brick, Chicago, Chicago rate points, Weber Station and 
Deerfield, Ill., to interstate destinations between 150 and 500 
miles from Chicago, not unreasonable or unduly prejudicial. 


Rosin and Turpentine 


No. 24849, Consolidated Naval Stores Co. et al. vs A. C. L. 
et al. By Examiner L. H. Dishman, on rehearing, 186 I. C. C. 
194. Proposes prior report be modified and L. C. L. shipments 
of rosin and turpentine from Butlers Landing, Estiffanulga, and 
McNeil, Fla., to Jacksonville, Fla., over an interstate route, 
found to haye been misrouted, by the Bainbridge & Gulf Navi- 
gation Co., Complainant entitled to reparation. 

Common Brick 

No. 25437, Borden Brick and Tile Co. vs. A. C. L. et al. By 
Examiner George M. Curtis. Rates, common brick, Goldsboro, 
N. C., to points in Virginia, were, are and for future will be 
unreasonable and unduly prejudicial in violation of sections 
1, 3 and 13 of the interstate commerce act to the extent that 



















~ wm he Oo<-oe @ et Se 

















































april 29, 1933 


they exceeded, exceed or may exceed rates determined by the 
application of the distance scale prescribed in I. and S. No. 
1885, Brick and Clay Products in the South, 88 I. C. C. 548, 155 
1 ¢. C. 730, for the period prior to June 21, 1929, and by the use 
of the same scale as modified in the report on further hearing, 
155 1. C. C. 730, on and after that date. Order for future 
and reparation recommended. 


Cream in Cans 


No. 24856, Pet Milk Co. vs. B. & A. et al., embracing also 
No. 24815, Fairmont Creamery Co. vs. C. & N. W. et al., No. 
94838, Arctic Dairy Products Co. vs. P. M. et al., and No. 24856, 
gub. No. 1, Borden Southern Co. vs, A. G, S. et al. By Examiner 
Burton Fuller. Recommends in No. 24815 that the Commission 
find rates assailed on cream, in cans, L. C. L., in baggage or 
express service from origins in the upper peninsula of Michigan 
to Green Bay, Wis., were, are, and for the future will be unrea- 
sonable to the extent they exceeded, exceed or may exceed rates 
made under the so-called Kirschbraun scale as prescribed in 
Kirschbraun & Sons vs. G. N., 100 I. C. C. 28, and North Amer- 
jean Creamery Co, vs. American Railway Express Co., 136 I. C. C. 
359, 160 I. C. C. 222, and award reparation. Recommends in Nos. 
94838, 24856, and 24856, Sub. No. 1, that the Commission find 
rates, cream, in 10-gallon cans, carloads, in passenger train 
service, from Grand Ledge and Lake Odessa, Mich., Greenville, 
Tenn., Bowling Green, Ky., Kosciusko and Macon, Miss., Iola, 
Kan., and Neosho, Mo., to points in Connecticut, Delaware, 
Massachusetts, New Jersey, New York, and Pennsylyania, not 
unreasonable but are and for the future will be unreasonable 
to the extent they exceed or may exceed by more than 15 cents 
a can rates made under the so-called C. F. A. carload scale, as 
extended for distances up to 1,000 miles in Campbell Dairy 
Products Co. vs. Erie, 156 I. C. C. 777, and as further extended 
at the same rate of progression for distances up to 1,614 miles, 
plus an additional amount not exceeding 10 cents a can where 
transfer service is accorded at New York, N. Y. 


Cast Iron Pipe and Fittings 


No. 25084, Kansas City Pump Co. et al. vs. Alton et al., em- 
bracing also No. 25189,. Kansas City Gas Co. vs. A. G. S. et al. 
By Examiner J. P. McGrath. Recommends finding not unrea 
sonable or otherwise unlawful rates, cast iron pipe and fittings, 
points in Alabama and from Chattanooga, Tenn., to various 
deliveries within Kansas City, Mo.-Kan., switching limits, with 
certain exceptions. Proposes reparation on finding unreasonable 
rates on Same commodities prior to April 9, 1932, from the same 
origins to points within the Kansas City switching limits. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


A new type lake cargo coal case was introduced to the 
public April 25 by Examiner McGrath who began taking testi- 
mony on the application or petition of the concerned railroads 
for a vacation of the order of the Commission, dated March 9, 
1927, in Lake Cargo Coal Rates, 1925, composed of No. 15007, 
Pittsburgh Coal Producers’ Association et al. vs. Ashland Coal 
& Iron Railway Co. et al. and a sub-number thereunder, East- 
ern Ohio Coal Operators’ Association et al. vs. Same, so as 
to enable them to increase rates on lake cargo coal thirty cents 
a net ton when destined to points between Brockville, Ont., on 
the east and Sault Ste. Marie on the west. In the docket num- 
bers mentioned the Commission established the rates on all lake 
cargo coal after a long fight over the relationship of rates from 
the northern and southern fields. 

In the last two or three years a new type of vessel on the 
Great Lakes, containing machinery for its unloading, has re- 
sulted in, as the railroads assert, a misuse of the lake 
cargo coal rates, which has resulted in a material disintegra- 
tion of the all-rail coal rate structure. These new type boats 
have taken cargoes at a lower lake port and discharged it, 
not at the far away northwest docks, but at docks in the region 
between Brockville and the Soo. For instance, a cargo of coal 
would be taken at Sandusky, O., and unloaded at Toledo, O., 
or some other lower lake port at a combination of the lake cargo 
coal rate plus the rate for the water haul that was lower than 
the all-rail rate to the port of destination. 

The proposed addition of thirty cents a ton, according to 
the testimony for the railroads given by Roy S. Kern, of the 
coal, coke and iron ore committee, is intended either to cause a 
return of the coal to the all-rail routes or at least bring addi- 
tional revenue to them if the coal continues to move from one 
port to another in the area between Brockville and the Soo by 
water. It was estimated that the diversion by reason of the 
Self-unloading ships caused an annual loss of revenue by the 
railroads of $10,000,000. Imposition of the increase of thirty 
cents a ton, it was estimated, would increase railroad revenue 
$3,000,000 if it did not return the traffic to the all-rail routes. 
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The proposal of the railroads brought into the case, as in- 
terveners, consumers of coal with plants in Canada and Michigan 
to whom lake cargo coal has been going under arrangements 
which the carriers hope to break up or compel to result in more 
revenue to them. Among those who formally intervened for the 
protection of their interests were the Detroit Board of Com- 
merce, Dow Chemical Co., Bay City Chamber of Commerce, Port 
Huron Sulphite and Paper Co., Morton Salt Co., Pennsylvania 
Salt Manufacturing Co., and Diamond Crystal Salt Co., having 
plants in Michigan; Canada Coal, Canada Ice & Coal Co., Cen- 
tury Coal Co., Cosgrove & Co., Lillies-Guy, Ltd., Milnes Coal Co., 
Page Hersey Tubes, Elias Rogers Co., Standard Fuel Co., of To- 
ronto, and F. P. Weaver Coal Co., all limited companies, doing 
business in Canada, provinces of Quebec and Ontario. The Ca- 
nadian companies alleged that they would be seriously affected 
in the event the Commission should grant the petition of the 
carriers. They joined the opposition offered in behalf of mine 
operators in the United States. Another intervener was the 
American Metal Co., Ltd., operating, through Ontario Refining 
Co., Ltd., a copper refinery at Copper Cliff, Ont. 

Opposition to the proposal of the carriers was also ex- 
pressed by Great Lakes steamship interests. Opposition to the 
restriction proposed was expressed by A. S. Boden for the 
Western Pennsylvania Coal Traffic Bureau and by B. H. Palmer, 
of Cleveland, the latter in behalf of vessel owners engaged in 
the trade, some operating self-unloaders and others bulk coal 
steamers, which are unloaded by machinery on docks, Mr. 
Palmer presented a compilation showing 137 coal docks between 
Brockville and Sault Ste. Marie, at 14 of which there was 
equipment for the unloading of vessels and 123 docks at which 
only self-unloading boats could discharge cargo. 


AT AND EAST GRAIN RATES 


The Cargill Grain Co., Minneapolis, Minn., operating a thir- 
teen million bushel terminal elevator at Albany, N. Y., has asked 
for the suspension of Supplement No. 25 to Curlett’s I. C. C. 
No. A-222, effective May §&, establishing reduced rates on grain 
and grain products at and east of Buffalo, N. Y., for export. 

The protestant represents that the present differential of 
one-half cent, Buffalo to Albany, under New York rates, is un- 
reasonable and unduly prejudicial to its interests and that equal- 
ization of rate as proposed, it asserts, would result in further 
disadvantage and completely neutralize the advantages of its 
location at Albany. The company further protested the re- 
ported action of the carriers proposing to publish these rates 
on one day’s notice and urge that the sixth section application 
for permission to do that be denied. 

The international Milling Co., Minneapolis, Minn., also 
asking for a suspension, declares that if the rates proposed in 
the Curlett tariff are permitted to become effective, the pres- 
ent differential of .83 cent a hundred pounds, wheat under flour 
will become 4.5 cents a hundred pounds, wheat under flour, 

“This will give all foreign millers, says the protestant, “an 
added advantage over the American millers of an addition of 
3.67 cents per hundred pounds or 2.202 cents per bushel on 
wheat, when milled into flour will represent 10.3 cents per bar- 
rel. This will have the effect of permitting the American rail- 
roads to establish by freight tariff exactly the same discrimina- 
tion against American millers as if the foreign countries were 
to raise their duty by tariff on flour 10.3 cents per barrel.” 

The protesting milling company declares that rates of 7.5 
cents on wheat and 12 cents on flour will grossly discriminate 
against American industry and practically annihilate it in the 
export market. It said that it wished to clearly be understood 
that it did not oppose reduction in export rates if the carriers 
would properly align the wheat and flour rates so as to make 
it possible for American mills to have a chance to meet for- 
eign competition. It added that that could not be done under 
the proposed basis. 

Asserting that the at and east export grain rates proposed 
by the trunk and central territory lines, if permitted to became 
effective, would undoubtedly precipitate a rate war, the Canal 
Carriers’ Association, Inc., composed of lines operating on the 
New York state barge canal, has asked for the suspension of 
the tariffs dated to become operative on May 8 as proposing 
unremunerative rates that would result in loss rather than gain, 
and as violative of sections 1, 4, and 15a of the interstate com- 
merce act and section 500 of the transportation act. The viola- 
tion of section 4 alleged is a restoration of rates reduced to 
meet water competition, after the disappearance of that com- 
petition. The present much higher rates, under the terms of 
the protested tariffs, would be restored to effectiveness on Dec. 
1, after the close of navigation. 

The protest figures that after the carriers have paid for 
elevation and lighterage the net rate on wheat from Buffalo to 
New York would be but 3.67 cents, yielding 1.6 mills a ton-mile or 
7.4 cents a car-mile. On grain moving out via Bush docks, the 
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protest figures that the yield would be only three-tenth of a 
mill a ton-mile, $6.03 a car and 1.3 cents a car-mile. The rate 
proposed, without deductions for terminal services is 7.5 cents 
on wheat. 

But there are factors other than those used in computing 
the low earnings mentioned, which, according to the request, 
if taken into consideration, would show that the carriers would 
have “absolutely no net rate or earnings to cover their actual 
rail haulage” from Buffalo to New York. 

The protest asserts that the rates proposed are unreason- 
ably low and non-compensatory even as minimum rates. Further 
it declares that they are so low as to force the canal operators 
to give consideration to leaving their present field of operation, 
the grain trade, and seek other commodities yielding revenue to 
take the place of the revenue they now derive from the grain 
trade. 

“It would seem that the rail carriers’ experience in their 
efforts to meet motor truck competition would lead them to 
refrain from initiating destructive canal competition,” say the 
canal lines. ‘Time after time the rail lines, as in the instant 
case, have established a depressed level of rates on specific 
commodities, for the purpose of meeting highway competition, 
only to find after they have secured the particular traffic in ques- 
tion that the motor competition has successfully obtained other 
profitable traffic. 

“Neither the highway nor canal operators are going to 
cease operation. The obvious reaction to such threatened inva- 
sion by the rails of traffic peculiarly suited to canal operation 
is for the canal lines either to continue to hold the traffic at 
substantially reduced and unprofitable levels or to desert the 
field of grain transportation for more attractive traffic. Such 
open warfare is contrary to public interest. It is productive of 
chaos in transportation.” 

Answering one of the allegations contained in the protest 
and request for suspension of the New York state barge line 
canal operators, W. S. Curlett said there was no absorption by 
the railroads for terminal charges at the ports in connection 
with export grain. He said the carrires used their own facilities 
and made an explanation of the practice in connection with 
export grain at each port. 

The Baltimore Chamber of Commerce protested against 
“such suspension, delay and unwarranted obstruction to the 
grain business of this port (Baltimore)” as proposed by the 
barge canal operators. Baltimore and other North Atlantic 
ports, other than New York and Albany, the Baltimore organiza- 
tion said, had been deprived of virtually any participation of the 
ex-lake grain movement for export, for the past several years, 
owing to the “rate-cutting practices of the canal carriers to New 
York and to the lower levels of both water and rail rates obtain- 
ing from the lakes to Canadian ports.” The level of the ex-lake 
export rates which the eastern rail carriers have now published, 
the Baltimore chamber said, were already being maintained by 
the Canadian rail carriers from Georgian bay ports to Montreal. 
The chamber added that even should the rates via United States 
rail lines be suspended, the Canadian rates would be in effect 
and the canal carriers would have either to meet such rates 
or withdraw from participation in the movement. Baltimore, it 
was added, was not and could not be served by the canal car- 
riers and hence it was utterly dependent upon the reduced level 
of rail rates to obtain any portion of ex-lake grain movement 
against the Canadian route and the canal carriers. Baltimore 
said the suspension of the proposed rail rates would be an act 
of gross injustice to it, to the grain interests and to the rail- 
roads serving Baltimore. The same, Baltimore said, might be 
said of Boston, Philadelphia and Hampton Roads. 

The Kingston Grain Co., Kingston, N. Y., telegraphed the 
Commission that it was imperative that there be a revision of 
the rail rates, Buffalo to New York points, to meet the barge- 
canal rate to Albany. It added that the railroads and shippers 
were losing all business to Albany through unfair competition. 


FINANCE APPLICATIONS 


Finance No. 9965. Delaware, Lackawanna & Western Railroad 
Co. asks authority to issue $500,000 of its promissory notes and to 
pledge and repledge therefor, as well as for $1,000,000 promissory notes 
already held by Railroad Credit Corporation, certain securities of 
applicant. 

Finance No. 9966. Receivers of St. Louis-San Francisco Railway 
Co. ask for authority to abandon operation of tke Sligo branch, Goltra 
to Sligo, Mo., 5.4 miles. 

Finance No. 9967. Receivers of St. Louis-San Francisco Railway 
Co. ask authority to abandon operation of Winkler branch, Bangert, 
Mo., to DeCamp, Mo., 12.8 miles. 

Finance No. 9953. Pennsylvania Railroad Co. asks authority to 
exercise trackage rights over 12 miles of track, including approxi- 
mately 8 miles of sidings, in Lawrence county, Pa., all owned by 
the Mahoning State Line Railroad Co. and leased to and operated 
by the Pittsburgh & Lake Erie Railroad Co. between Walford and 
Hillsville, Pa., and also proposes to utilize 1,030 feet of industrial 
track situated at Walford and owned by the Bessemer Limestone & 
Cement Co., which track connects applicant’s line with that operated 
by the P. & L. E. at the latter point. Applicant said there was 
considerable stone tonnage available in the Hillsville district for 
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both railroads and the stone interests of that region were now 
desirous of having it extend its line in that vicinity so as to 4 
afforded a direct service to points on the Pennsylvania railroad Poe 
also to obviate the necessity of a 20-cent arbitrary allowance that was 
now being paid by reason of a two-line haul. 

Finance No. 9955. Red River & Gulf Railroad asks authority to 
abandon operation of a line between Louisiana Junction and Cocodrie 
La., 6.95 miles, under a contract that has expired. . 

Finance No. 9956. Texas & New Orleans Railroad Co. asks author. 
ity to extend operations in Shreveport, La., over 1.32 miles of tracks 
owned by the V. S. & P. and leased to and operated by the Y. & y 
V., to simplify and expedite interchange of business between appli- 
cant and the St. Louis Southwestern, both parts of the Southern 
Pacific system. Material economies will result from the arrangement 
according to the applicant. ' 

Finance No. 9960, Baltimore & Ohio Railroad Co. asks authority 
nominally to issue, $1,800,000 of first refunding and general mortgage 
6 per cent bonds, series E, to reimburse applicant for accomplished 
expenditures for additions and betterments to road and to pledge 
them for short term loans. : 

Finance No. 9907, Amended application of New Orleans, Texas & 
Mexico Railway Co. for authority to abandon branch line Erwinville 
to Mix, La. . y 

Finance No. 6878. In the matter of application of Southern Pa- 
cific Co., Southern Pacific Railroad Co., Atchison, Topeka & Santa Fe 
Railway Co., Pacific Electric Railway Co., Los Angeles & Salt Lake 
Railroad Co. and City of Los Angeles by its Board of Harbor Com- 
missions, for an extension of the certificate of public convenience anq 
necessity issued by the Commission on March 16, 1929, which author- 
ized extensions of lines of railroad in Los Angeles, Calif., and which 
authorized the pooling of certain of the freights of said railroad com- 
panies and to divide between them a certain portion of the aggregate 
proceeds of their earnings. The Commission’s certificate provided for 
operation for a period of five years, and said that any further exten- 
sion of the period would require its further authority. Applicants ask 
for approval of continuance of the unified railroad operations at Los 
Angeles Harbor established under the Commission’s order. 

Finance No. 9958. Central Pacific Railway Co. and Southern Pa- 
cific Co. ask authority for the Central Pacific actually to issue $614,- 
000 of first and refunding mortgage 4 per cent gold bonds, due August 
1, 1949, guaranteed by the Southern Pacific Co. and to sell them to 
the Southern Pacific and for authority for the Southern Pacific to 
pledge the bonds to secure short term loans. The proceeds from the 
sale of the bonds are to be credited on open account indebtedness 
owing by the Central Pacific to the Southern Pacific. 

Finance No. 9959. Gulf & Ship Island Railroad Co. asks authority 
to abandon its line from Columbia to Maxie, Miss., 48 miles. This 
line has served lumbering operations. The commercial timber now 
has been largely cut away, according to applicant, and highways serve 
the territory. j 

Finance No. 9961. The Atchison, Topeka & Santa Fe Railway Co. 
and Western Arizona Railway Co. ask authority to abandon a line 
from McConnico to Chloride, in Mohave county, Ariz., approximately 
23 miles. The line was originally built to serve a mining region but 
the production of ore has so diminished that traffic is now negligible, 
according to applicants. : ; 

Finance No. 9968. Great Northern Railway Co. asks authority to 
issue $48,000,000 of its general mortgage 6 per cent gold bonds, series 
F, to provide collateral for a loan or loans which applicant expects 
to obtain from the Reconstruction Finance Corporation, or from other 
sources, to meet its cash requirements to July 1, 1933. From $12,000,- 
000 to $15,000,000, principal amount, of the bonds will be required as 
collateral for a loan of $6,000,000, applied for by applicant from the 
R. F. C. The remainder of the bonds will be held in applicant's treas- 
ury for use as collateral for any further loans whick applicant may 
require. The bonds will be issued to reimburse applicant’s treasury 
for certain expenditures not yet capitalized. ; 

Finance No. 9964. Jefferson & North Western Railway Co. asks 
authority to abandon its line of railroad from Linden Junction in 
Cass county, Tex., to Naples, in Morris county, Tex., 29 miles. The 
territory between the termini is being served by trucks, according 
to the applicant. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 7942, authorizing (1) 
the Southern Pacific Railroad Company to issue $1,074,000 of first re- 
funding mortgage gold bonds, in reimbursement of expenditures made 
in retiring an underlying issue; said bonds to be sold at not less than 
par and accrued interest and the proceeds applied to the railroad com- 
pany’s open account indebtedness to the Southern Pacific Company, 
previous report 158 I. C. C. 370, and (2) the Southern Pacific Company 
to pledge all or any part of said bonds, to and including June 30, 
1935, as collateral security for short-term notes, approved. 

Report and order in F. D. No. 9933, authorizing W. H. Bremner. 
receiver of the Minneapolis & St. Louis Railroad Company to issue 
$950,000 of receiver’s certificates to renew’ or extend certificates of like 
principal amount which will mature in May and June, 1933, approved. 

Report and order in F. D. No. 9920, authorizing the Delaware and 
Hudson Railroad Corporation to issue and reissue from time to time 
not exceeding $10,000,000 of promissory notes, approved. < ; 

Report and certificate in F. D. No. 9883, permitting the Missouri 
Pacific Railroad Company to abandon operation under trackage rights 
over the railroad of the St. Louis-San Francisco Railway Company 
in Crawford and Sebastian counties, Ark., approved. 


SUSPENDED TARIFFS 


In I, and S. No. 3874, the Commission has suspended from 
April 27 until November 27 schedules in supplement No. 6 to 
Chicago, Burlington & Quincy I. C. C. No. 17859. The suspended 
schedules propose to reduce the rates on grain products, in car- 
loads, from Nebraska City and Omaha, Neb., Sioux City, Iowa, 
and Kansas City, Mo., to points on the Chicago, Burlington & 
Quincy Railroad in Montana and Wyoming. The following is 
illustrative, rates being in cents a 100 pounds: 
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FREIGHT RATE REDUCTION 


The Trafic World Washington Bureau 


In the presence of a large audience of shippers and car- 
riers, the Commission, by division 8 (Commissioners Aitchison, 
Porter and Lee), April 24, began hearings in No. 26000, in the 
matter of rates and charges of carriers by railroad subject to 
the interstate commerce act—1933. Heretofore in general rate 
proceedings, the Commission has generally been able to find 
room in which to seat those in attendance. In this instance, 
however, Some had to stand throughout the first morning’s 
proceedings. : ; ; : 

As to the length of time that will be used in the case it 
may be of some meaning to say that in the arguments on the 
question as to whether the Commission should institute the 
inquiry a suggestion came from the shippers that they would 
be able to present their testimony, exclusive of cross-examina- 
tion, in three days. 

Commissioner Aitchison, in opening the hearing, referred 
to that fact seemingly as background for his announcement 
that in requests for time in which to present testimony thus 
far presented, the shippers had asked for allotments of time 
amounting to more than thirty working days, without any allow- 
ance for cross examination. 

The initial session was devoted to bituminous coal, one of 
the basic industries represented in the memorial petition that 
resulted in the institution of the case. Before the taking of 
testimony was begun, Commissioner Aitchison, as chairman, 
reiterated the hope expressed by the Commission in its an- 
nouncement about procedure in the matter, that as great a 
condensation of exhibits and testimony would be made as 
possible. He suggested the formation of committees repre- 
senting the shippers, the carriers and the state commissions 
to coordinate the efforts of the three parties to the case with 
a view to saving the Commission’s time and keeping to the 
minimum the large expense that was being incurred by all 
concerned. 

The Commission, Mr. Aitchison said, fully appreciated the 
importance of this case. All the commissioners, he said, would 
be glad to listen to the testimony as it was being given but 
he said they could not do that and attend to other important 
matters before them, hence the arrangement for daily digest of 
the testimony, by members of the Commission’s staff. All com- 
missioners, he said, would attend the arguments, which, he added, 
would be made soon after the close of the hearings. 


“This is not time for the determination of individual rates,” 
said Commissioner Aitchison. “What we are endeavoring to do 
is to fix the level of rates for all carriers in the United States.” 

Former Senator Brookhart, of Iowa, after saying that agri- 
cultural products rates were too high in relation to rates on 
manufactured articles, asked whether evidence making com- 
parisons would be permitted. Mr. Aitchison said they would 
be. Mr. Brookhart inquired as to whether evidence as to the 
value of the railroad property would be received. He expressed 
the thought that the agricultural] interests believed that if evi- 
dence of that sort were received, the Commission would find 
the value of the railroads to be considerably less than the valua- 
tions it had promulgated. He also wanted to know whether evi- 
dence would be received as to the rate of return established by 
the Commission, namely, 5.75 per cent. 

Commissioner Aitchison said that that was not within the 
limit of the case as laid down. However, Mr. Aitchison said, 
the Commission was not prepared at this time to answer the 
inquiries about valuation and rate of return. 

“There hasn’t been any return to agriculture for about ten 
years,” observed the former senator. 


Coal Traffic 


John D. Battle, traffic manager of the National Coal Asso- 
ciation, presented a sheaf of exhibits intended to show the im- 
portance of coal tonnage to some of the railroads and the facts 
with regard to the reductions in that tonnage. He said it was 
his contention that the level of the coal rates was higher than 
the traffic would bear. Fresh grapes and watermelons, he said, 
were the only commodities showing a higher ratio of the rate 
to the value of the commodity than coal. Some of the tonnage 
that had been lost to the railroad, he said, could never be re- 
stored. But he added that the association did claim that a part 
of it could be restored to the railroads by reduction in rates. He 
said he had no notion as to how this should be done. Eastern 
Ohio operators, he said, did not believe in a horizontal reduction 
in rates. A. S. Boden, speaking for the Western Pennsylvania 
Coal Traffic Association, asked to have the record show that Mr. 
Battle was not speaking for that part of the industry. 

The association for which he was speaking, Mr. Battle said, 
represented producers of more than 60 per cent of the com- 
mercial bituminous coal produced in the country. No industry, 
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he said, approached the task at hand with more seriousness than 
the bituminous industry. On account of the large consump- 
tion of bituminous coal by the railroads, he said, the two indus- 
tries were closely linked together and that it was with the 
thought in mind of helping the railroads and the coal industry 
by restoring coal tonnage to them, or at least stopping the 
further loss of tonnage, that the industry appeared here to pre- 
sent the facts that had been collected by it. 

Exhibits presented by ‘Mr. Battle pertained largely to the 
tonnage handled by 37 soft coal carrying railroads. He said that 
approximately 96 per cent of the soft coal production came 
from mines on these 37 railroads. Coal, he said, represented 
from 38.2 per cent in 1928 to 47.3 per cent in 1932 of all revenue 
tonnage handled by these roads in that period. Bituminous coal 
revenue, he said, furnished 23.1 per cent in 1928 and 27.2 per 
cent in 1932 of all the freight revenue of these lines. 

It was not possible, said Mr. Battle, to state mathematically 
the exact amount of coal lost because of excessive transportation 
charges. Frankly, he said, the industry said it did not know 
exactly how much of that coal could be regained by a reduction 
in rates, but that from information that had come to him Mr. 
Battle was certain that a large portion of the lost coal tonnage 
could be restored if there was a substantial rate reduction. 

The witness said he wished to make it clear that there 
might be and undoubtedly were many individual rates on coal 
that were not unreasonable. That fact, however, he said, should 
have no influence with respect to any decision concerning a 
general level of coal rates. As to whether or not reductions 
should apply to all commodities and not be confined to so-called 
basic commodities, Mr. Battle said he was not sufficiently versed 
in the conditions prevailing in other industries to speak with 
definite knowledge of them. His belief, however, he said, was 
that there must be a lowering of rail transportation charges on 
all basic commodities in order to stimulate trade. 

Charles O’Neill, vice-president of Peale, Peacock & Kerr, 
speaking for eleven coal companies operating in central Penn- 
sylvania and the Cumberland Piedmont-Meyersdale districts, 
said that economic and social losses in the coal mining parts 
of Pennsylvania were staggering. He said that the losses to 
the railroads were almost as great. He said that prior to 1920 
coal consumption doubled every decade but that since that year 
consumption had been decreasing as shown by figures presented 
by him. 

In cross-examination by W. S. Jenney, vice-president and 
general counsel of the Delaware, Lackawanna & Western, Mr. 
O’Neill expressed the opinion that 40 per cent reduction would 
not be too much. Roughly, Mr. O’Neill expressed the thought 
that such a reduction would cause a loss of about 80 cents a 
ton in freight charges. 

J. P. Williams, president of the Koppers Coal and Trans- 
portation Co., testified about conditions in the coal mining in- 
dustry in southern Western Virginia and Kentucky. 


W. A. Richards, speaking for the Ashland Coal Co. and 
others, said that experience of the past year led him to believe 
that for every one per cent of reduction in freight rates on 
bituminous coal there would be a corresponding increase in 
coal tonnage carried by the railroads. 


S. L. Yerkes, for the Alabama Mining Institute, presented 
statistical exhibits intended to show what had happened to the 
coal tonnage of the railroads in Alabama alone in each year 
from 1904 onward contrasted with the production in 1899. In 
1899 his exhibit showed that Alabama produced 7,484,778 tons. 
In 1926 it rose to a peak of 21,508,812 and in 1932 it fell to 
8,029,330. In that year his exhibit showed a wagon or truck 
mine production in that state of 335,000 tons of which he 
estimated 200,000 tons had been trucked into Birmingham on 
a 10 or 12 mile haul. He said that with a rate of 79 cents for 
that haul the railroads could not hope to regain tonnage from 
the trucks. He said that rail mines on account of the freight 
rates might be forced into trucking. He expressed the opinion 
that a 25 per cent reduction in rates would stop loss of tonnage 
and probably regain 2,000,000 tons for carriage by the railroads. 

F. O. Sandstrom, secretary of the Colorado and New Mexico 
Coal Operators’ Association, told about the competition of oil and 
gas in the southwestern part of the country as a reason, among 
other things, for a reduction of rates on coal, 

H. J. Goudelock, assistant executive secretary of the Midwest 
Coal Traffic Association, in supporting the request for lower rates 
on coal, made comparisons of the prices of coal and coal rates 
since 1914, asserting that the decrease in the mine price of coal 
had been absorbed by increases in freight charges. 

Arthur Hale, for the Coal Exporters’ Association of the 
United States, arguing for the establishment of rates on export 
coal lower than those on domestic coal, said that such rates 
could not cause any loss of revenue because in 1933 there 
had been no exports, aside from Canada and the West Indies, 
except to fill old contracts. He said that rates on export coal 
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as low as those proposed on ex-lake wheat for export from 
Buffalo, N. Y., would be favorably regarded by exporters. 
C. W. Hendley, a Baltimore, Md., coal exporter, supported Mr. 
Hale in his contentions. 

D. F. Hurd, for the Eastern Ohio Coal Operators’ Associa- 
tion, adopted some of the testimony of the National Coal 
Association but said that there should be reductions in short 
haul rates. They were now very high, he said, while the long 
haul rates, established in the first instance as pioneering rates, 
were relatively low. A percentage reduction, he said, would 
aggravate a bad situation. He said there were 798 mines in 
Ohio from which trucks were hauling about 18,000 tons of coal 
a month for distances between 80 and 100 miles. 

W. Y. Wildman, of the Illinois Coal Traffic Bureau, said 
that Illinois coal was paying rates approximately 100 per cent 
higher than twenty years ago. He asserted that coal rates 
were out of line with commodity prices as a reason for support- 
ing the memorial petition. : 

Ivor Massey, president of the National Retail Coal Dealers’ 
Association, adopted the views, in part, of John D. Battle and 
W. Y. Wildman and asserted that reduction in freight rates 
would be passed on to the consumers of coal. 

Frank E. Monnin, a coal dealer at Pen Yan, N. Y., pre- 
sented statistics concerning anthracite from the point of view 
of the retail coal dealer, saying that the freight rate was the 
only element of cost to the consumer that was going up, except 
at a few points to which there had recently been reductions in 
the rates on anthracite the effect of which was not yet known. 

F. S. Levering, a retail dealer in coal at Richmond, Va., 
said the dealers would have to receive reductions in rates on 
coal if they were to hold their own in competition with oil and 
gas. 

Witnesses Not Ready 


The tentative program for the taking of testimony was 
shown on the second day of the Hearing to be defective to 
such an extent that adjournment had to be taken, after an 
hour’s session, until the next day, because witnesses were not 
ready to take the stand. In the tentative program it was 
figured that the coal witnesses and their cross examination 
would consume three days when the lumber proponents of a 
reduction in rates would appear. Lack of witnesses for the 
second day was foreshadowed on the first day. Warren H. 
Wagner, chairman of an unofficial steering committee for the 
shippers, made efforts to get witnesses ready to follow the coal 
men but he did not succeed. 


In behalf of retail coal dealers George J. Eltz, president of 
the Coal Merchants’ Association of New York, explained that 
when retail coal men used the word profit they meant the 
difference between the mine price plus the freight rate and their 
selling price out of which they had to pay their overhead, taxes 
and cost of delivery to the consumer and not profit in the 
sense of net income. 

C. W. Donnelly, a metropolitan coal dealer, opposed any 
reductions on tidewater coal without like reductions for de- 
liveries in Kings and Queens counties, N. Y. 

L. O. Kimberley, for the American Cotton Manufacturers’ 
Association and other textile interests, favored the proposal 
of the basic industry petitioners. H. A. Holopeter, for the 
Terre Haute, Ind., Chamber of Commerce and interests in 
that part of Indiana, was anxious that the relationship between 
coal and by-product coke be retained in whatever might be 
done on the general proposition for a reduction in rates on coal. 

E. Del Wood, for the Southern Traffic League, and others, 
said that price levels of commodities were about the same as 
in 1913 and that freight rates were out of line, his testimony 
being, in general, similar to that of the petitioning basic in- 
dustries, 

In adjourning the hearing Commissioner Aitchison reminded 
those in the room that the Commission had been strongly urged 
to proceed speedily with this case, adding that the division 
appointed to hear the testimony was ready to go forward. He 
said that in view of the general conferences of the Commission 
on May 1 and 2 and on May 8 and 9 there could be no hear- 
ings on those days. 

Attendance on the second and third day of the hearing was 
smaller than on the first, the decrease being largely due to coal 
men going to the hearing that was being held by Examiner 
McGrath on the proposal of the railroads to increase their lake 
cargo coal rates to points between Brockville, Ont., on the east 
and Sault Ste. Marie on the west. 

The direct presentation of testimony by the coal interests 
was finished on April 26 by the cross-examinattion of John D. 
Battle. That cross-examination was not severe nor extended. 

C. R. Miller, representing the West Virginia Horticultural 
Society, said that the railroads would get more freight in re- 
turn loads if they could give lower rates on West Virginia ap- 
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ples and peaches. Mr. Miller told about a large volume of traff, 
moving by truck, saying that the psychology of fruit £ToWers 
and buyers was becoming such, by reason of the rate, that SOme 
of them were not even thinking of the railroad as a transpor. 
tation agency. He said that the rates were restricting the may. 
kets in which West Virginia apples, in particular, could be 
marketed. 

Frank E. Harrison, Jr., of the Florida State Road Depart. 
ment, presented a tabulation showing the valuation and total 
taxes assessed against the railroads, telegraph companies, and 
the Pullman company, by Florida in the years 1929, 1930, 1931, 
1932. The tabulation showed a reduction in state taxation jp 
the period mentioned to 47.3 per cent of what it had been jp 
1929, that is, a saving of more than half in taxes levied by the 
hqstate. That, he said, was Florida’s contribution in part to 
efforts to improve conditions, 


D. L. Kelley, the rate man of the South Dakota commis. 
sion, submitted a large number of exhibits showing the prices 
that farmers paid for what they had to buy and the prices they 
received for their products, for South Dakota as an entity, and 
the United States as another entity, in contrast with prices 
in the pre-war period. His comparison showed that the farmers 
paid prices of 103.5 per cent as compared with pre-war, while 
prices received by them were but 49.5 per cent in comparison 
with pre-war. 

R. S. Outlaw, for the western carriers, objected to exhibits 
prepared by Mr. Kelley containing data as to grain rates and 
prices on account of the fact that the Commission was consider. 
ing the question of grain rates in No. 17000, part 7, Hoch-Smith 
grain. Commissioner Aitchison overruled the objection. 

The only practical way to make a reduction in rates, Mr. 
Kelley said, was to make a horizontal one. That, he said, was 
not the best way on account of the injustices due to inequality 
in rate levels, but, he added, that that was the only practical 
way. The witness paid a good deal of attention to rates on 
coal and lumber, saying that they were too high in comparison 
with commodity prices and that a reduction in rates would stim- 
ulate consumption. 

Fruits and Vegetables 


Fruit and vegetable interests were able to present their 
views in favor of the proposal to reduce rates in advance of the 
tentative schedule for their appearance. J. R. Van Arnam, traffic 
secretary of the Joint Council of the National League of Com- 
mission Merchants and other organizations of producers, ship- 
pers and distributors of fresh fruits and green or fresh vege- 
tables, said that the organizations for which he was speaking 
shipped or received more than 1,000,000 cars annually, carrying 
about 95 per cent of such commodities moved by the railroads. 
He said that for two or three years the fruit and vegetable inter- 
ests had been trying to prevent increases in rates, to bring 
freight rates and prices into a better relation and to prevent 
diversion of the traffic to trucks. The latter, he said, tended to 
disorganize the markets. He said the fruit and vegetable inter- 
ests had also asked the railroads for voluntary reductions in 
rates but that when this proceeding was instituted the negotia- 
tions along that line ended, the carriers taking the position that 
the institution of this proceeding by the Commission had taken 
the matter out of their hands. 

The fruit and vegetable interests, Mr. Van Arnam said, in- 
tended to ask the Commission, in this proceeding, for an order 
finding unreasonable the rates in which they were interested in 
the extent that they reflected any increases since 1918, such as 
General Order No. 28 and Ex Parte No. 74. Whatever reduc- 
tions the Commission might find warranted, he said, should also 
be extended to other charges in connection with the movement 
of fruits and vegetables. 


The witness presented exhibits containing, among other 
things, price levels going back to 1791, pointing out the peaks 
due to the Napoleonic wars, the war between the states and 
the world war. In two periods, 1910-1914 and 1921-1929, Mr. 
Van Arnam said, rates and prices were fairly related to each 
other, adding that if precedents were followed by the deflation 
period that set in in 1930 the period of low prices would not end 
until 1935. 


On cross-examination in answer to BE. A. Smith, attorney for 
the Illinois Central, Mr. Compton suggested a reduction of ap- 
proximately 25 per cent in freight rates. He admitted that there 
were some rates on lumber that had been readjusted a relatively 
short time ago which should not be reduced by such an amount. 
In answer to a question by Mr. Bell, Mr. Compton admitted that 
over production, substitutes for timber and reduced purchasing 
power of the country accounted in part for the condition of the 
lumber industry. They were, he said, important factors. Com- 
petition of substitutes, the witness said, accounted in part for 
the failure of a reduction of $17 a thousand board feet in the 
price of lumber since 1923 to increase consumption, although 
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that reduction in price was much greater than the proposed re- 
duction in freight rates. 

W. B. Greeley, for the West Coast Lumbermen’s Associa- 
tion, presented a book of exhibits showing price trends rela- 
tion of current rail transportation costs to lumber mill returns, 
maps showing rates from the north Pacific coast lumber group 
to eastern destinations, a chart of rail and cargo lumber from 
Oregon and Washington to states east of the Mississippi and 
other data of that sort. The west coast mills, the witness~said, 
furnished 45 per cent of the soft wood lumber of the country. 
In 1929, he said, there were 700 mill in the west coast industry 
while in 1982 there were only 250 operating mills. They fur- 
‘nished, he said, ten and a fourth billions of feet of lumber in 
1929, but only three and a third billions in 1932. In 1932, he 
said, 32 per cent of the west coast lumber was shipped by rail 
and 59 by cargo ships, the other 9 per cent being sold locally 
and distributed largely by truck. Of the 59 per cent that went 
by cargo ship, he said, 24 per cent went through the Panama 
Canal to eastern points, 15 per cent to Pacific coast points and 
20 per cent for export. 

A great part of the world of economics was explored while 
Samuel Fraser, assistant secretary of the International Apple 
Association, was on the stand in continuance of the presenta- 
tion of the case for reduction in rates on fresh fruits and vege- 
tables. Mr. Fraser, in addition to being an apple grower, has 
been a lecturer at Cornell University, and he said he was co- 
operating with Secretary Hull of the State Department for the 
removal of barriers in the way of world trade. He filed exhibits 
showing the relationship of prices of commodities, one group to 
another, and the relationship of commodity prices and freight 
rates, pertinent to the proposition of the basic industries that 
the freight rates are so much out of line with commodity prices 
that they should be reduced. He said he preferred to and he 
did stand while giving his testimony. 

J. R. Bell, Southern Pacific attorney, and Mr. Fraser en- 
gaged in a spirited rough-and-tumble discussion about being 
on and off the gold standard, the probable effect of stabilization 
of montetary systems and things of that sort, with Mr. Bell 
trying to confine the witness to categorical answers instead of 
answers that revolved around supposititious settlements of ques- 
tions that are expected to come before the world economic con- 
ference expected to be held in London in June. The witness 
thought one of Mr. Bell’s questions was one that could best be 
answered by asking, have you quit beating your wife?” so he 
asked it, later endeavoring to give a satisfactory answer. In 
answer to a question by Mr. Bell as to what would be the effect 
of reduced freight rates on the railroads, Mr. Fraser said the 
railroads “were going through the mill, the same as we have, 
get rid of your expensive terminals and come out of it with a 
valuation of your properties of about eleven billions instead of 
twenty-six billions.” 

The witness said that the fixing of prices of commodities 
by formulas had been a panacea through the ages which had 
not worked for very long. The rule for the making of rates 
enacted by Congress in 1920, he said, was of that sort. Its 
fallacy, he added, was not shown as quickly as the attempt by 
the government, in this country to fix wheat prices. Mr. Fraser’s 
idea was that if the world went back to the old monetary rela- 
tionship that existed before there was desertion of the gold 
standard, prices would be stabilized on about the 1910-1914 
level. 

John B. Hoey, of the Textile Traffic Association, who said 
the shippers of cotton piece goods paid the freight, also put into 
the record exhibits showing relationship of prices and freight 
rates for the period from 1913 to February, 1933. 

Wilson Compton, secretary and manager of the National 
Lumber Manufacturers’ Association, speaking also for many 
regional groups of lumber manufacturers and dealers, said that 
all those for whom he was speaking were united in asking for 
a substantial reduction in freight rates. Railroad rates, he said, 
were destroying the present lumber traffic and drying up its 
sources. Lumber prices, he said, were on about the 1913 level 
while freight rates were 50 per cent higher, the rates in his 
opinion being substantially greater than lumber could bear and 
greater than the value of the service. Rates were referred to 
by him as a subsidy to the railroads. Rail rates, he said, were 
so high as to divert much of the traffic to water to the damage 
of the railroads and to the lumbering operations in the interior, 
where lumber men were faced, he said, with the choice of doing 
business at a loss or retiring. The industry, he said, had been 
living on its capital for a considerable period, a condition, he 
said, which could not be continued. 


EMERGENCY CHARGES 
In behalf of all the rail carriers, B. T. Jones, agent, Central 
Freight Association, has filed a sixth section application with 
the Commission, dated at Chicago, April 27, requesting authority 
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to make changes in item 55 of the tariff of emergency charges, 


on ten days’ notice. The application is No. d-4092. Group 52 of 
the item now reads: “Meal, edible, N. O. I. B. N., except corn 
meal.” It is proposed to change it to read: “Meal, edible, 
N. O. I. B. N., in bulk in bags or barrels.” To group 392 it is 
proposed to add “barium silicate mud, oil well drillings,” which 
now takes an emergency charge of 2 cents a hundred pounds, pro- 
posed to be 12 cents a ton; add “magnesite, crude,’ which now 
takes an emergency charge of 2 cents a hundred pounds, with 
a proposed charge of 1 cent a hundred pounds; add “stone, viz., 
limestone or marble, ground or pulverized to fineness to pass 
through a screen of 200 mesh to inch, in bulk, or in bulk in 
bags or barrels,’ with a proposed emergency charge of 12 cents 
a ton; add “whiting, chalk,” on which a charge of 2 cents a 
hundred pounds now applies, to be reduced to 1 cent a hundred 
pounds. In group 400 it is proposed to add: “Logs, N. O. I. B. N., 
of domestic wood (except butternut, cherry, dogwood, holly, 
ironwood, Spanish cedar and walnut) or Canadian wood or 
Mexican pine, less than seven (7) feet in length. (The term 
‘domestic’ will not include insular possessions of the United 
States),” with various charges now assessed, at a charge of 12 
cents a ton. To group 430 is to be added: “Rail shims, wooden,” 
now taking an emergency charge of 2 cents a hundred pounds, 
at a charge of 12 cents a ton. To group 701 is to be added: 
“Paper, scrap or waste,” now taking a charge of 2 cents a hun- 
dred pounds, at a charge of 1 cent a hundred pounds. 


FIFTEEN PER CENT CASE, 1931 


The Commission has reopened No. 25135, increases in intra- 
state freight rates and charges, part 4, Kentucky, for further 
hearing upon the question of the lawfulness of the rates resulting 
from the refusal of the Kentucky commission to permit contin- 
uation after March 31, of the surcharges on intrastate traffic simi- 
lar to those permitted by the Commission for interstate traffic by 
the supplemental order dated March 7, 1933, in Ex Parte 103, 
Fifteen Per Cent Case, 1931. The proceeding has been set for 
hearing in Washington on May 10 at 10 o’clock a. m. before Ex- 
aminers Disque and Witters. The railroads asked for an amend- 
ment to the order of Nov. 7, 1932, without hearing, or in the al- 
ternative, a reopening for further hearing. 

The Commission has denied the petitions asking for recon- 
sideration and cancelation of the permissive authority to con- 
tinue the emergency surcharges by an order in Ex Parte No. 103, 
in the matter of increases in freight rates and charges. The peti- 
tions were filed by the National Lumber Manufacturers’ Associa- 
tion, National Coal Association, Northwestern Lumbermen’s 
Association, Northwestern Retail Coal Dealers’ Association, and 
Board of Railroad Commissioners of North Dakota. 

The Commission, in No. 25937, surcharges on intrastate 
traffic within the state of Florida, has instituted a thirteenth 
section proceeding as to rates and charges on all traffic re- 
quired to be maintained by the refusal of the Florida railroad 
commissioners to permit the surcharges to be continued be- 
yond April 24. The Florida commissioners, by action on April 
14, refused to permit continuance of existing increases result- 
ing from Ex Parte 103, Fifteen Per Cent Case, 1931, beyond the 
date mentioned. The proceeding has been set for hearing on 
May 5, in Washington, before Examiners Disque and Witters, 
at 10 a. m. 

In No. 25938, surcharges on intrastate traffic within the 
state of Ohio, the Commission has instituted a thirteenth sec- 
tion inquiry as to rates and charges on all traffic, except bitu- 
minous coal, required to be maintained by the Ohio Commission 
by reason of its action on March 20 and March 27 refusing 
permission to the railroads to continue the Ex Parte 103 sur- 
charges after April 1. Coal was excepted from this order 
because that commodity was covered by the thirteenth section 
proceeding, No. 25885, surcharge on bituminous coal within the 
state of Ohio, instituted in an order dated March 29. The 
proceeding covering rates and charges on commodities other 
than coal has been set for hearing in Washington on May 8, 
by Examiners Disque and Witters, at 10 a. m. 


COMMISSION ORDERS 


Finance No. 7874, Dodge City & Cimarron Valley construction. 
Time prescribed in said certificate within which the Dodge City & 
Cimarron Valley shall complete the construction of the line of rail- 
road therein authorized is extended to January 1, 1936. 

No. 23842, State Corporation Commission of Virginia et al. vs. N. 
& W., No. 23817, and sub, 1, Southwestern Virginia, Inc., et al. vs. 
N. & W., and No. 23805, sub. 1, Stauffer Chemical Co. of Virginia, 
Inc., et al. vs. N. & W. These proceedings are reopened for recon- 
sideration on record as made only so far as they bring in issue the 
reasonableness of the rates on bituminous coal, in carloads, in effect 
prior to September 8, 1930, from mines in the Thacker and Kenova 
districts, as defined in said proceedings, to Catawba Sanatorium, 
Salem, Roanoke, Pulaski, Wytheville, and Hiwassa, Va. 

No. 22102, and Sub. 1, Cherry-Burrell Corporation et al. vs. A. T. 
& S. F. et al., and cases grouped therewith. The order entered herein 
on May 25, 1931, as subsequently modified, is further modified to the 
extent of vacating that part of the order requiring the established 
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relationship of 30 per cent of first-class on egg-case fillers and flats, 
knocked-down, straight or mixed carloads, or in mixed carloads with 
excelsior and excelsior cushions and pads from Tama, Ia., to South 
Omaha and Omaha, Neb. 

No. 23842, State Corporation Commission of Virginia et al. vs. 
N. & W., No. 23653, Sub. 4, Kimbalton Lime Co., Inc., vs. N. & W., 
No. 23805, and sub. 1 to 7, incl., Leas & McVitty, Inc., vs. N. & W., 
and No. 23817 and sub. 1, Southwestern Virginia, Inc., et al. vs. N. & 
W. Petition (dated February 20, 1933) of complainants in 23842 and 
23817, and petition (of same date) of complainants and intervener in 
23817 (Sub. 1), 23805, 23805 (Sub. 1), 23805 (Sub. 2), 23805 (Sub. 3), 
23805 (Sub. 4), and 23805 (Sub. 5), for reconsideration by and argu- 
ment before the Commission; petition (dated January 20, 1933) of the 
Stauffer Chemical Company of Virginia, Inc., complainant in 23805 
(Sub. 1), for reconsideration; petition (dated February 10, 1933) of 
Traffic Bureau, Lynchburg Chamber of Commerce, intervener, in the 
above-entitled cases, for further hearing as to paying and bearing 
freight charges and reparation; and petition (dated February 20, 1933) 
of defendants in the above-entitled cases for reargument and recon- 
sideration by the Commission and for modification of the decision by 
division 5 so far as it awards reparation to complainants and inter- 
veners, denied. 

Finance No. 9827, N. Y. C. & St. L. reconstruction loan. Appli- 
cation of N. Y. C. & St. L. to Reconstruction Finance Corporation 
for a further loan of $2,100,000 dismissed. 

1. & S. 3613, Asphalt, tar, and pitch from, to, and between points 
in the south. Petition of respondent southern carriers for reconsidera- 
tion denied. 

No. 25656, Continental Coal Co. et al. vs. A. C. & Y. et al. H. W. 
Showalter, receiver of Continental Coal Co., substituted as complain- 
ant herein in lieu of said Continental Coal Co. 

No. 25587, Virginia Glass Sand Corporation vs. A. C. & Y. et al. 
Pittsburgh Silica Sand Co., Porcelain Products, Inc., The R. Thomas 
& Sons Co. and United States Potters’ Association permitted to in- 
tervene, 

1. & S. 3234, Fresh meats and packing house products to, from, and 
between points in soutkern territory. Section 4 of Appendix 6 of 
said report of February 7, 1933, is amended as follows: Amend the 
differentials from Austin, Minn., to Hannibal, Mo., on page 341 to 
read 16, 21 and 23 cents, respectively, on packing-house products, car- 
loads, fresh meats, carloads, and packing-house products, L. C. L., 
instead of 13, 17 and 18; and amend the differential on packing-house 
proucts, carloads, from Des Moines, Iowa, to Hannibal, Mo., on page 
342 to read 11 cents instead of 12. 

1. & S. 3234, Fresh meats and packing house products to, from, 
and between points in southern territory, No. 22004, Wilson & Co., 
Inc., et al. vs. A. G. S. et al., No. 22587, Armour & Co. et al. vs. A. 
& R. et al. and No. 22658, John Morrell & Co. et al. vs. A. & R. et al. 
Order entered herein on February 7, 1933, is modified so as to become 
effective August 23, 1933, upon not less than 30 days’ notice instead 
of on said May 25, 1933. 

No. 24309, Malleable Iron Range Co. vs. C. M. St. P. & P. et al. 
Effective date of order entered on November 30, 1932, and subsequently 
modified is postponed indefinitely. 

Finance No. 7370, St. L., S. F. & T. construction, etc. Time pre- 
scribed in said certificate, as extended, within which the St. L., 
Ss. F. & T. shall complete the construction of the line of railroad 
therein authorized is further extended to June 30, 1934. 

Finance No. 7873, Elkhart & Santa Fe construction. Time pre- 
scribed in said certificate, as extended, within which the E. & S. F. 
shall complete the construction of the lines of railroad therein au- 
thorized is further extended to January 1, 1936. 

No. 23799, California Fruit Wrapping Mills, Inc., vs. G. N. et al. 
Petition of complainant for further hearing solely for purpose of 
determining -whether or not the rates published by defendants in 
purported compliance with the order are in fact in compliance there- 
with, etc., denied. 

No. 24233, The Dansville Board of Trade vs. D. & Mt. M. et al. 
Order entered herein on November 1, 1932, as previously modified, is 
again modified so as to become effective on or before June 1, 1933, in- 
stead of May 1, 1933. 


No. 25776, Herbert I. Bland et al. vs. C. & O. et al. 
Metal Co., Inc., permitted to intervene. 


No. 25750, D. L. & W. Coal Co. vs. C. R. R. of N. J. et al. 
Chamber of Commerce of Paterson, N. J., permitted to intervene, 

No. 17633, Chamber of Commerce of El Dorado et al. vs. C. R. I. 
& P. et al. Order entered herein on May 7, 1927, is vacated and set 
aside and order of February 7, 1933, reopening proceeding for further 
hearing, shall remain in effect. 


No. 25268, Old King Coal Co. et al. vs. C. B. & Q. et al. Board of 
Railroad Commissioners of the State of South Dakota permitted to 
intervene. 

No. 25905, L. H. Willard et al. vs. A. T. & S. F. et al. Western 
Meat Co., Swift & Co., Cudahy Packing Co., Union Sheep Co., Wilson 
& Co., Inc., of California, Wm. R. Taaffe & Co., Wm. R. Smith & Son, 
and John Clay & Co. permitted to intervene. 

No. 13413, In the matter of automatic train control devices, Read- 
ing Co. and Atlantic City Railroad, and Central Railroad of New Jer- 
sey. Proceeding reopened On question of whether the orders of June 
13, 1922, and January 14, 1924, should be modified. 

Finance No. 9871, N. & W. operation. The certificate of public 
convenience and necessity issued herein on March 28, 1933, is amended 
by striking therefrom the ordering paragrapk, which reads as follows: 
“It is ordered, That the Norfolk & Western shall report to this Com- 
mission as required by valuation order No. 24, effective May 15, 1928.’’ 

No. 25800, Houston Cotton Exchange and Board of Trade et al. 
vs. A. & S. et al. Federal Compress & Warehouse Co., Union Com- 
press & Warehouse Co. and Memphis Cotton Exchange permitted to 
intervene. 

No. 25887, Welch-Sandler Sand Co. vs. A. T. & S. F. et al. Ameri- 
can Sand Co., Muncie Sand Co., Peck-Thompson Sand Co., and Stewart 
Sand & Material Co. permitted to intervene. 

No, 25892, Commercial Transportation Co., Inc., vs. M. P. et al. 
Board of Commissioners, Lake Charles Harbor & Terminal District 
permitted to intervene. 

No. 25621, Kimberly-Clark Corporation vs. N. Y. C. et al. 
national Paper Co. permitted to intervene. 

No. 23986, Georgia & Florida Railroad and W. V. Griffin and H. W. 
Purvis, its receivers, et al. vs. A. C. L. et al. Order entered herein on 
February 24, 1933, is modified to become effective on or before May 
15, 1933, upon not less than 5 days’ instead of 30 days’ notice. 

Ex Parte 102, Application of American Barge Line Co. Effective 
date of order of December 10, 1932, herein, as amended, is further post- 
poned until June 1, 1933. 


Reynolds 


Inter- 
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No. 25840, Baker-Lockwood Manufacturing Co. et al. vs. A. g N 
et al. H. T. Poindexter & Sons Mdse. Co. permitted to intervene,’ 


PETITIONS FOR REHEARING, ETC, 


No. 21388, and Sub. 5, Virginia Lumber Corporation and Urqu- 
hart & Co. vs. A. C. L. et al., and No. 21388, Sub. 6, Atlantic Log & 
Export Co., Inc., vs. C. of G. et al. Complainants ask rehearing. 

No. 22754 and Sub. 1, Nevins Fruit Co., Inc., vs. F. E. C. et aj 
Defendants ask the Commission to reject and decline to consider the 
third petition for reopening and reconsideration filed by complainants 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al, 
St. Louis Live Stock Exchange, Farmers’ Live Stock Commission 
Co., Producers’ Live Stock Commission Association, and St. Louis 
National Stock Yards ask leave to intervene and for further hearing 

No. 25472, I. A. Braden vs. A. T. & S. F. et al. Complainant asks 
further hearing with respect to reasonableness of the rate on sheep 
in double deck carloads from Mosquero, N. M., to Leoti, Kan., jn 
effect on date shipment moved. ; 

No. 24791, Southgate Brokerage Corporation, Inc., vs. A. C. L. et 
al. Defendants ask reopening of this case, granting of a rehearing 
or reconsideration of the decision and permitting of oral argu- 
ment. 

No. 24565, Clover Splint Coal Co., Inc., vs. L. & N. Complainant 
asks reargument and reconsideration. 

No. 21978, and Sub. 1, Manassa Timber Co. vs. St. L.-S. F. et al 
Complainant asks rehearing. ‘ 

No. 20002, Louisiana Oil Refining Corporation et al. vs. A. & N.R. 
et al. Certain defendants herein ask, in a further petition, for re- 
consideration, 

No. 17212, The Parkersburg Rig & Reel Co. vs. A. T. & S. F. and 
No. 18697, Same vs. A. T. & S. F. B. & O. asks consideration of 
transit tariffs and a construction thereof in connection with the 
award of reparation and for hearing of testimony on these points, 

No. 23606, Memphis Freight Bureau, for Binswanger & Co. et al, 
vs. Louisiana Railway & Navigation Co. et al. Defendants ask the 
Commission to advance consideration of this case. 

No. 17000, part 5, Rate structure investigation, furniture, J. B, 
Tilford, chairman, Southern Freight Association, and agent for carriers 
parties to this proceeding, asks postponement of effective date of 
order in so far as it relates to rates between points in southern ter- 
ritory, on the one hand, and points in W. T. L. territory, on the other 
for a period of 90 days beyond May 23, 1933. ; 


LOANS TO RAILROADS 


The Great Northern Railway Co., in Finance No. 9957, has 
applied to the Commission for approval of a loan for $6,000,000 
for three years from the R. F. C. to assist in the payment of 
bond interest July 1, 1933. It offers as security its general 
gold mortgage 6 per cent bonds. The interest due July 1 
totals $8,824,428. The applicant said it had had a tentative 
promise from bankers for the making of loans to meet its 
interest requirements but that the bankers, since the bank- 
ing moratorium, said they felt that their first duty was to 
their depositors and that present conditions demanded a high 
state of liquidity, and that the making of loans to railroads 
would tend to freeze assets. The Great Northern said there 
was every indication it would be able to pay the interest on 
the proposed loan and to retire it when it would become due 
in 1936. It said its financial structure was sound and pointed 
out that its capitalization was conservative and well balanced, 
remy approximately 42 per cent stock and 58 per cent funded 

ebt. 

In Finance No. 9352, Eureka-Nevada Railway Co. reconstruc- 
tion loan, the Commission, by division 4, in a supplemental 
report, has denied approval of an application for a loan of 
$10,000 from the R. F. C. and has canceled a certificate issued 
under date of July 1, 1932, approving a loan of $6,000. The 
loan was not made by the R. F. C. The application for the 
loan of $10,000 was filed April 21, 1932. After it was approved 
to the extent of $6,000, there was a delay in the making of the 
loan and the applceant said it was required to use current funds 
for the purposes for which the loan was sought. It later asked 
for $4,021 to pay taxes and accounts payable for supplies and 
services. The Commission concluded that the prospective earn- 
ing power of the applicant and the security offered as a pledge 
for the loan were not such as to afford a reasonable assurance 
of its ability to repay the loan. 

In Finance No. 9145, Wabash Railway Co. receivers’ reconstruc- 
tion loan, in a fourth supplemental report, the Commission, by di- 
vision 4, on supplemental application, has approved a further 
loan of $3,000,000 to applicants from the Reconstruction Finance 
Corporation for three years for the purpose of paying the in- 
terest on underlying mortgage bonds and the installments of 
principal and interest on equipment obligations due between April 
1 and October 1 and part of the interest due in October and No- 
vember, 1933. The Commission said the applicants should 
pledge with the R. F. C. as collateral security for the loan an 
equal principal amount of receivers’ certificates and that the 
applicant should agree with the R. F. C. that all security for 
this and any other loan by the R. F. C. to the applicants should 
apply equally and ratably as security for all of such loans. 
The original application in this proceeding, filed January 23, 
1932, requested a loan of $18,500,000. The Commission has 4p- 
proved heretofore loans as follows: $7,173,800 on February 10, 
1932; $1.567,200 on May 17, 1932; $4,575,000 on August 1, 1932; 
and $1,500,000 on November 23, 1932, a total of $14,825,000. The 
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present approval of the additional loan of $3,000,000 is without 
rejudice to consideration of further loans on the original appli- 
tion. The Commission said the applicants expressed convic- 
ion that the further loan, if granted, would enable them to op- 
sate in 1933 under a program as complete as that followed in 
932, with maintenance at the present standard and the pay- 
nent of all fixed charges on underlying bonds, equipment-trust 
pligations, and outstanding receivers’ certificates, without re- 
yurse to further borrowing. A cash forecast submitted showed 
nat, said the Commission, without the $3,000,000 herein re- 
wested, the cash deficit at the close of 1933 would be $2,640,163. 
he amount of cash reported on hand January 1, 1933, was 
1,996,858. The applicants submitted a forecast of income for 
1933, based on actual results of operation in January and Feb- 
mary, showing total gross revenues of $35,786,203, total operat- 
ing expenses Of $29,507,653, deficit in net railway operating in- 
ome of $315,614, and deficit in net income of $4,969,262. In- 
cluded in the charges is the interest on the receivers’ certifi- 
cates now outstanding. The report said the forecast was based 
yon the assumption of 577,034 carloads of revenue freight in 
1933, as compared with 598,951 carloads in 1932. The largest 
husiness reported in a singule year was 1,053,147 cars in 1929. 

The Commission, by division 4, in Finance No. 9837, Santa 
Fe Northwestern Railway Co. reconstruction loan, has denied 
approval of a loan of $100,000 to the applicant by the R. F. C. 
The denial was made in a supplemental report. In the prior 
report the Commission denied approval of a loan of $228,824. In 
that report it also denied an alternative request for a loan of 
$175,000. In a supplemental application the carrier reduced its 
request to $100,000. Denial was based upon a conclusion that 
the prospective earning power and the security offered were not 
such as to afford a reasonable assurance of the applicant’s ability 
to repay the loan, 

In Finance No. 9843, Louisiana Southern Railway Co. recon- 
struction loan, the Commission, by division 4, has denied approval 
of a loan of $40,000 from the R. F. C., $25,000 of which was to 
have been used to meet current obligations and the remainder to 
overcome deferred maintenance. The applicant offered, as se- 
curity, $967,500 of its first mortgage 6 per cent refunding gold 
bonds, held by stockholders in England. Denial was based upon 
a conclusion that the earning power and security offered were 
not such as to afford reasonable assurance of the applicant’s 
ability to repay the loan. 






























INDUSTRIAL SAND CASES, 1930 


The Commission has put out a corrected order in No. 22907, 
Illinois Silica Sand Traffic Bureau vs. A. C. & Y. et al., and 
cases joined with it. (See Traffic World, April 15, p. 724.) In 
the order, as first issued, the Commission reopened the cases 
for further hearing as to rates for the future but said nothing 
about rates in the past and the question of reparation. In 
this corrected order are added No. 23575, Capstan Glass Co. 
vs. B. & O. et al.; No. 23097, Glenshaw Glass Co., Inc., et al. 
vs. Same; No. 23382, Highland-Western Glass Co. vs. Same, and 
No, 21618, Gleason Works vs. N. Y. N. H. & H. et al. It re- 
peated its order reopening the proceedings for further hear- 
ig on rates for the future. Then it added another ordering 
paragraph denying all other parts of the various petitions, 
“including the question of rates in the past.” 


FRISCO RECEIVERSHIP 


The Supreme Court of the United States April 24 in No. 794, 
Dora R. Gans and Charles R. Gans, petitioners, vs. Charles B. 
Faris, United States district judge for the eastern district of 
Missouri; St. Louis-San Francisco Railway Co., and Hobbs-West- 
ern Co., denied a petition for a writ of certiorari to the United 
States Circuit Court of Appeals for the eighth circuit. The peti- 
loners wished the Supreme Court to review a decision of the 
Circuit Court of Appeals refusing to issue a writ of mandamus 
against Judge Faris and refusing to vacate and stay proceedings 
in the receivership suit brought by the Hobbs-Western Co. against 
the Frisco in the federal court for the eastern division of the 
eastern district of Missouri. The petitioners objected to the 
=. a judge appointing a receiver on petition of the Hobbs- 

0. 


Cc. P..S. P. STOCK AND BONDS 


Pm 4 a supplemental order in Finance No. 4720, Central Pa- 
awl ailway preferred stock, and Finance No. 4721, Southern 
por a bonds, the Commission has modified its order of 
ie tuan 1925, so as to permit (a) the Central Pacific to sell to 
ee Pacific at par, plus accrued interest, $2,600,000 of 
ee Pacific 4 per cent mortgage (Central Pacific stock 
cathe — bonds, and (b) the Southern Pacific to pledge and 
th e, to and including June 30, 1935, all or any part of 
€ bonds for short term notes. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of New Hampshire, Strafford.) If railroad 
undertook to keep cars of show company in safe repair, but 
negligently failed to do so, and thereby contributed to wreck, 
special contract fixing railroad’s obligations in respect of other 
matters, but not including such repair, would not bar action for 
resulting damage. (Bernardi Greater Shows vs. Boston & M. 
R. R., 165 Atl. Rep. 124.) 

Special contract between railroad and show company fix- 
ing railroad’s obligations in respect of other matters could 
not affect railroad’s liability for negligent handling by rail- 
road’s wrecking crew of show company’s property after wreck. 
—Ibid. 

Special contract between railroad and show company that 
show company should be hirer of motive power and employes 
furnished would not bar actions for damages resulting from 
wreck caused in part by defective condition of roadbed.—Ibid. 

Clause in contract that railroad would transport show, 
perform switching services, and place cars for loading and 
unloading, nullified subsequent clause attempting to make show 
hirer of motive power and master of railroad employes and to 
relieve railroad of liability for their negligence.—Ibid. 

One who undertakes for hire to transport goods of another 
is a “carrier,” either private or common.—lIbid. 

While carrier is engaged in performance of undertaking to 
carry, its general servants cannot be converted by mere declara- 
tion of parties into servants of shipper.—lIbid. 

Validity of any limitation on liability of common carrier 
with reference to interstate transportation of goods must be 
determined according to federal law (Const. U. S., art. 1, Sec. 
8; Carmack Amendment (49 USCA, Sec. 20, par. 11)).—Ibid. 

Under federal law, railroad may, when contracting for 
services outside scope of duty as common carrier, lawfully 
stipulate against liability for damages due to negligence of its 
servants.—Ibid. 

Common carrier may become private carrier or bailee for 
hire when as matter of accommodation or special engagement 
he undertakes to carry something which it is not his business 
to carry.—Ibid. 

That railroad makes some special arrangement for trans- 
portation of persons or property over its lines in particular 
way or under certain conditions does not deprive railroad of 
its character as common carrier or convert it into bailee for 
hire.—Ibid. 

Under federal law, common carrier acting as such cannot 
by contract relieve itself from liability for negligence of itself 
or servants.—Ibid. 

Only when common carrier acting as such seeks to secure 
relief from liabilities imposed on it by law in that capacity is 
it mecessary that shipper be given an option as to terms of 
contract.—Ibid. 

Railroad, by giving show company option of transportation 
at higher rate, according to “tariffs, classifications and rules,” 
or at reduced rate, admitted willingness to transport show 
company as common carrier, and that show company was 
proper subject for shipment according to “tariffs, classifications 
and rules.”—Ibid. 

“Tariffs, classifications and rules” as used in special con- 
tract between railroad and show company meant those pub- 
lished and filed according to law with State Public Service 
Commission and Interstate Commerce Commission.—Ibid. 

Railroad by publishing and filing with State Public Service 
Commission and Interstate Commerce Commission tariffs, 
classifications, and rules for transportation of show companies 
held itself out as common carrier of such companies.—Ibid. 

Railroad which held itself out as common carrier of show 
companies was bound to accept and carry show company in 
that capacity, and was prohibited from handling such ship- 
ments on any basis other than that stated in tariffs, classifica- 
tions, and rules.—Ibid. 

Contract whereby railroad sought to relieve itself from 
liability for negligence of its servants while transporting show 
company in interstate commerce as common carrier held void 
under federal law.—Ibid. 

Notwithstanding Carmack Amendment, states are still free 
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to apply their own statutes and rules of law in determining 
extent of carrier’s liability for personal injury and validity of 
contractual limitations on that liability in cases involving in- 
terstate as well as intrastate journeys (Carmack Amendment 
(49 USCA, Sec. 20, par. 11)).—Ibid. 

Special contract between railroad and show company at- 
tempting to relieve railroad of liability for negligence of its 
employes constitutes no bar to actions for personal injuries 
or death by persons or representatives of persons connected 
with show company on account of railroad’s negligence.—Ibid. 


(Supreme Court of Florida.) Contractual limitation of 
time for bringing actions in accordance with federal statute in 
bill of lading for interstate shipment by rail is valid and en- 
forceable according to federal law, which supersedes state 
statutes (Interstate Commerce Act, Sec. 20 (11), as amended, 
49 USCA, Sec. 20 (11)). (Atlantic Coast Line R. Co. vs. Chase 
& Co., 146 So. Rep. 658.) 

State statute of limitations applies to actions involving 
interstate shipments by rail only if bill of lading is completely 
silent on subject.—Ibid. 

Federal statutes authorize, but do not require, federal 
limitations of time for bringing actions in railroad bills of 
lading for interstate shipments (Interstate Commerce Act, Sec. 
20 (11), as amended, 49 USCA, Sec. 20 (11)).—Ibid. 

Carrier’s insertion of federal limitations of time for actions 
in bills of lading for interstate shipments inures to benefit of 
shipper (Interstate Commerce Act, Sec. 20 (11), as amended, 
49 USCA, Sec. 20 (11)).—Ibid. 

Trial judge’s findings, sustained by substantial evidence in 
case tried without jury, have weight of jury’s findings.—Ibid. 

Railroad company, contracting to transport carload of celery, 
was obligated to furnish shipper proper equipment.—lIbid. 

Railroad company’s motion for new trial after verdict for 
shipper in action for negligent transportation of carload of 
celery, shown to have been lost through deterioration because 
of lack of permanent false floors necessary, was properly de- 
nied.—Ibid. 

CARRIAGE OF LIVESTOCK 


(Supreme Court of Appeals of West Virginia.) Railroad 
carrier is not insurer of livestock delivered to it for transpor- 
tation. (Geyer vs. Chesapeake & O. Ry. Co., 168 S. E. Rep. 
380.) 

Carrier of live stock is not liable for injuries resulting 
from inherent nature or propensities of animal.—lIbid. 

In action against railroad carrier for damages to cows in 
transit, testimony disclosing rough handling of carload of 
plaintiff’s cattle on former occasion held inadmissible.—Ibid. 

In action against railroad carrier for damages to cows in 
transit, evidence held insufficient to support verdict against 
carrier based on rough treatment of car in transit and unfit 
condition of car.—lIbid. 


(Court of Civil Appeals of Texas, Austin.) Submission of 
issue as to amount recoverable for damages to cattle shipped 
over defendant’s railroad, without instructing jury to exclude 
cattle in cars overloaded by plaintiff, held reversible error. 


The jury found that plaintiff overloaded one of cars and 
that such overloading was direct proximate cause of death of 
and injury to cattle therein, but found total damage to entire 
shipment, without finding what portion was attributable to 
negligence of each party. (Texas & N. O. R. Co. vs. Robinson, 
57 S. W. Rep. (2nd) 938.) 

Shipper cannot recover from railroad company for dam- 
ages to cattle because of his own acts in overloading cars.— 
Ibid. 

Court’s definition of proximate cause as direct, immediate 
cause of damages should be qualified by adding condition that 
such cause must be unbroken by efficient intervening cause, 
if evidence raises such issue.—Ibid. 

Negligence of railroad company, transporting cattle by 
local freight train without fixed schedule, could not be predi- 
cated on lapse of time only; test being whether unnecessary~ 
or unreasonable time was consumed.—lIbid. 

Special issue whether railroad company was negligent in 
transporting cattle because of time consumed between certain 
points held erroneous as implying that unusual] time used might 
be considered negligence.—Ibid. 


VALUATION ORDERS WAIVED 


The Commission has entered an order waiving the pro- 
visions of Valuation Orders Nos. 4 and 22, relating to inventory 
of materials and supplies, made and entered under dates of 
June 25, 1914, and July 26, 1928, respectively, in so far as 
applicable to the year 1933. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Coury 


(Digests taken from Reporters and Digests of National Reporter 5 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Fifth Circuit.)—Each car copy 
ing substantial quantity of cauliflower and vegetables other 4 
broccoli, faba beans, or peas, but not containing minimun , 
load of cauliflower, held subject to service charge for ice Dlag 
in car by shipper. 

The rule providing that shippers would be permitted to py 
in car at point of origin maximum of 9,600 pounds of ice 
straight or mixed carload shipments of cauliflower, broccoli, 
beans, and/or peas, or shipments of cauliflower, broccoli, 
beans, and/or peas, mixed with other vegetables, but only yj 
weight of cauliflower, broccoli, faba beans, and/or peas equ; 
minimum weight prescribed in tariffs filed with Interstate 
merce Commission, and that maximum of 7,500 pounds of ice 
other vegetables in straight or mixed carloads, exclusive 
cauliflower, broccoli, faba beans and/or peas shall be alloy 
applied to shipments involved, as against contention that s 
ments fell under rule providing that, “except as otherwise » 
vided when ice or other preservative is loaded in body of 
for protection of the freight, provided the rules of the carria 
permit such loading, no charge will be made for its transpor, 
tion.” (Texas & N. O. R. Co. vs. Baldwin et al., 63 Fed. Re 
(2nd) 328.) 


(Court of Appeals of the District of Columbia.)—Shipper hd 
entitled to mandamus to compel Interstate Commerce Comm 
sion to award reparation, where Commission found shipper } 
suffered damages from carrier’s discrimination in favor of cm 
petitors in transportation charges (Interstate Commerce 4¢ 
Secs. 3, 8, 9, 16 (1); 49 U. S. C. A. Secs. 3, 8, 9, 16 (1)). (Unite 
States vs. Interstate Commerce Commission, 63 Fed. Rep. (2ni 
358.) 

That shipper in producing lumber had advantage over co 
petitors in operating and labor costs held not to justify refus 
of Interstate Commerce Commission to award reparation, fe 
discrimination in transportation rates (Interstate Commerce A¢ 
Secs. 3, 8, 9, 16 (1); 49 U. S. C. A. Sees. 3, 8, 9, 16 (1)).—Ibid. 


(District Court, E. D. Louisiana.)—Interstate Commer 
Commission’s order requiring general increase of intrastate rate 
following general increase in interstate rates held voidable 
cause carriers were not required to apply proposed interst 
surcharges and Commission did not find that resulting rate 
would be just and reasonable or increase carriers’ revenue (Il 
terstate Commerce Act, as amended, Sec. 13 (4), 49 U.S. C.4 
Sec. 13 (4); Interstate Commerce Act, Sec. 15a, as added } 
Transportation Act, Sec. 422, 49 U. S. C. A. Sec. 15a). (State ol 
Louisiana et al. vs. United States et al., 2 Fed. Supp. 545.) 


(Supreme Court of Georgia.)—Private carriers for hire hell 
subject to applicable taxing and regulatory provisions of 1% 
motor carrier acts (Laws 1931 (Ex. Sess.), p. 63, Sec. 2 (C. D); 
Laws 1931, p. 90). (McEntyre vs. Georgia Public Service Com 
mission, 168 S. EB. Rep. 246.) 

1931 motor carrier acts, in regulating and taxing privalé 
carriers for hire, held not unconstitutional as attempt to convert 
private contract carriers by motor into common carriers (Lavi 
1931 (Ex. Sess.), p. 63; Laws 1931, p. 90; Const. Ga. art 1, See. 
1, par. 3; Const. U. S. art. 1, Sec. 10; Amend. 5; Amend. 14, See. 
1).— Ibid. 


(St. Louis Court of Appeals, Missouri.)—Rights and liabil- 
ties with respect to demurrage charges on shipment in interstate 
commerce must be governed by federal law and decisions 
federal courts; decisions of Interstate Commerce Commissi0l 
also being pursuasive. (Milne Lumber Co. vs. Michigan Cett 
R. Co., 57 S. W. Rep. (2nd) 732.) 

Where consignee’s address appears on billing, or is know 
notification of arrival of shipment must be given at that address. 
—Ibid. 

Where bill of lading specified consignee’s post office address, 
notice of arrival of shipment, sent to consignee at shipment! 
— held not “legal notice” so as to start demurragt. 
—Ibid. 

Freight classification rule that shipper could not reqauif 


carrier to notify consignee at address other than destination 0 
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pipment unless otherwise provided held inapplicable, where con- 
nee’s address appeared on billing.—Ibid. 

* carrier’s demand for demurrage commencing on morning of 
y notice of arrival of shipment reached consignee held con- 
sry to tariff.—Ibid. 

"Carrier's demand for excess charges will not relieve shipper 
pm payment of all demurrage charges unless demand was cause 
shipment’s detention within contemplation of applicable regu- 
ions.—1bid. 

prTransportation charges” as contemplated by rule preclud- 
1; collection of demurrage charges for detention of cars through 
rrier’s demand for excessive transportation charges includes 
murrage charges.—Ibid. 

Shipper could rightfully contest assessment of unlawful 
marges, and during pendency of such dispute was released from 
bligation to pay demurrage.—lIbid. 

Court’s finding in action tried without jury must be sus- 
ned if supported by substantial evidence.—Ibid. 

Demand for unlawful demurrage held proximate cause of 
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coli, slay in delivering shipment of lumber sold to satisfy transpor- 
Coli, faillMation charges, Where carrier refused to cancel demurrage, and 
only wh hipper could not dispose of lumber without paying unlawful 
‘S equalmharges.—Ibid. 


tate Cy 
Of ice 
slusive 
> allows 
that SDI 
‘Wise p 


Taxable costs, being fixed by statute, do not include at- 
pmey’s fees except upon express or statutory authority.—Ibid. 

Statutes authorizing recovery of attorney’s fee together with 
amages for carrier’s violations of Interstate Commerce Act, 
quiring injured party to elect between remedies for such dam- 
ge, and providing such remedies should not abridge common- 


ly of callaw remedies, must be construed together (Interstate Commerce 
> Carriemmact Secs. 8, 9, 22 (49 U.S. C. A. Secs. 8, 9, 22)).—Ibid. 

anspor Statute providing injured party’s remedies for carrier’s viola- 
“ed. Ralions of Interstate Commerce Act should not abridge common: 


aw remedies, when construed with other statutes, does not 
supersede jurisdiction of state courts in matters not calling for 
nterstate Commerce Commission’s administrative power, and 
not within federal courts’ exclusive jurisdiction (Interstate Com- 
merce Act Secs. 8, 9, 22 (49 U. S. C. A. Secs. 8, 9, 22)).—Ibid. 

Cause of action based on defendant’s act or dominion wrong- 
ully exerted over plaintiff’s property in denial of plaintiff’s rights 
sounds in conversion.—Ibid. 

Where issue in consignee’s action against carrier was not 
reasonableness of carrier’s rate, but correct application of pub- 
shed demurrage rules and charges, state court could entertain 
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refusi™mjurisdiction.—Ibid. 

ion, fo Consignee’s action for carrier’s sale of shipment of lumber 

Tce A@™to satisfy freight and unlawful demurrage charges held action 

Tbid. Min conversion, to which statute allowing recovery of attorney’s 
fee was inapplicable (Interstate Commerce Act Secs. 8, 9, 22 

mmerm (49 U. S. C. A. Secs. 8, 9, 22)).—Ibid. 
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a y Cases Recently Decided by State and Federal Courts 
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) (Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





e held 

f 1934 

a (District Court, S. D., New York.) Charterer’s obligation 
to load commenced only when cargo became available, as re- 

-ivats gards computation of dispatch money, where owners under 

ail charter party had privilege of canceling contract or waiting 

spies on owners’ time in case of nonavailability of cargo. (The West 

Set Nosska, 2 Fed. Supp. 547.) 

See Charterer could recover from owners balance of dispatch 

money which charterer’s clerk, through careless mistake in 
computation of lay days, failed to deduct from freight.—Ibid. 

abili- 

state FALSE CLAIMS 

7 “The Commission has been advised that the United States 

“ Circuit Court of Appeals for the first circuit has affirmed the 


judgment of the district court in the case of United States 
vs. Louis Freedman,” says Secretary McGinty, of the Com- 


OWLES mission. 

rom “Freedman, with several others, was indicted in the district 
“ court of Massachusetts for conspiracy to commit an offense 
nt against the United States, namely, the offense of filing false 


a claims on carload shipments of grapes. After a trial held in 
the district court sitting at Boston, Mass., the defendant Freed- 
sire Man was convicted and sentenced to 18 months at Atlanta and 
to pay a fine of $5,000. The decision of the Circuit Court of 


be Appeals, as stated, affirms the conviction. It has not been 
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learned whether Freedman will attempt to have his case re- 
viewed by the Supreme Court. In the event that no steps are 
taken toward appeal, the defendant will probably be required 
to begin his sentence at Atlanta immediately. 

“This case was investigated by the Commission’s Bureau of 
Inquiry and the argument in the Circuit Court of Appeals on 
behalf of the government was made by Attorney William J. 
Walsh of that bureau.” 


GOVERNMENT REORGANIZATION 


The Trafic World Washington Bureau 


President Roosevelt has been asked by the Railway Labor 
Executives’ Association in a statement submitted by George M. 
Harrison, vice chairman and acting chairman of the association, 
not to issue an executive order, in a well-intentioned but mis- 
guided effort to promote economy and efficiency, “which will 
have the practical effect of disorganizing, disintegrating, and 
discrediting the work of the Interstate Commerce Commission.” 
The statement submitted to the President follows: 





It is reported ‘authoritatively’ in the press that you have under 
consideration the issvance of an executive order under which the 
Bureaus of Statistics, Accounts, Service, Locomotive Inspection, 
Safety and Finance would be transferred from the Interstate Com- 
merce Commission to the Department of Commerce. If such an order 
is in contemplation, we desire to protest most earnestly against its 
issuance and to present for your consideration the following grave 
objections to such action: 

1. The powers of the Interstate Commerce Commission have been 
developed during the last forty-five years to meet clearly defined 
needs; and the functions of the various bureaus have been so in- 
terrelated in the law and in its administration that the drastic sep- 
aration of those bureaus from the Commission will seriously injure 
the efficiency of the bureaus and the Commission itself. Any person 
familiar with the actual operations of the Commission will see at once 
that the proposed separation of its bureaus will have the effect of im- 
pairing the enforcement of the interstate commerce act and the al- 
lied safety acts. 

2. The physical separation of the bureaus from the Commission 
will make it more difficult for the Commission to have ready access 
to the records of the bureaus and will completely destroy the im- 
mediate and intimate contact between the officers and employes of 
the bureaus and the members of the Commission, 

3. The transfer of control of these bureaus from a continuing 
independent body, such as the Commission, to the supervision of a 
cabinet officer of uncertain and limited tenure, will be destructive of 
both efficiency and that independence of political control which is 
essential to the effectiveness of the Interstate Commerce Commission 
and all these activities so closely related to the regulation of inter- 
state transportation. Under present organization all these bureaus 
have a responsibility to a continuing body of commissioners of whom 
the major number will at all times have had many years of training 
and experience in this field of work. If these bureaus are transferred 
to the Department of Commerce they will come under the super- 
vision of a cabinet officer (not referring to the present Secretary, 
but to any Secretary) who may have, and probably will have, little 
or no training or experience in the regulation of interstate transpor- 
tation, and who in fact may have no practical knowledge whatsoever 
of railroad operation, or public utility regulation. If the Secretary of 
Commerce then relies upon a subordinate for actual supervision, the 
result will be that these bureaus of intimate connection with, and of 
great importance to, the Interstate Commerce Commission will be 
separated from the Commission, first by the Secretary of Commerce 
nominally governing their activities, and second by a subordinate in 
the department who cannot be reasonably expected to have the quali- 
fications necessary for the great responsibilities thus imposed upon 


4. The most efficient, effective feature of public utility regulation 
has always been the combination of administrative functions, execu- 
tive authority and quasi-judicial powers in one public body. It has 
been tke effort of public utilities from the beginning of commission 
regulation to convert regulatory commissions into purely judicial bod- 
ies, to sit in judgment upon evidence produced respectively by the utili- 
ties and the users. Those who have fought faithfully to make public 
regulation effective have always insisted that a commission should be 
primarily the representative of the public utility users, collecting 
information, gathering evidence and statistics required to support the 
public interest, and assuming the responsibility of administering the 
principles of public service laid down n the statutes. Any effort to 
strip the Interstate Commerce Commission of its functions in col- 
lecting statistics for the protection of the public interest, or to sep- 
arate these functions from its powers of enforcement, will simply re- 
sult in crippling the power of the Commission as an active guardian 
of public interests. The proposed separation of the bureaus from the 
Commission would be a long step backwards in the regulation of 
interstate transportation—an extremely reactionary measure. 

5. The proposed separaton of bureaus from the Commission would 
raise serious legal questions as to the ability of the bureaus and the 
Commission to function in accordance witk: the law. The powers of 
the Commission and its bureaus to compel the production of evidence, 
to obtain access to records, the legal competence of the Commission 
records, the legal procedure for enforcement of Commission orders, 
and the requirements imposed in the safety appliance acts, boiler 
inspection act. and other statutes, have all been the subject of ex- 
tensive litigation whereby questions of power and procedure have 
been judicially determined. It is difficult to estimate how many of 
these questions may now be reopened for judicial reconsideration by 
the proposed transfer of these bureaus from tke Commission, which 
has a peculiar administrative quasi-judicial standing, to a purely ex- 
ecutive department of the government. 

The Supreme Court recently held that the Commission had ample 
power to specify locomotive equipment, as a result of which com- 
plaints have been filed, decisions have been rendered, and cases are 
pending before the Commission. Other proceedings likewise are 
pending before the Commission involving the safety of the public and 
railroad employes through the exercise of the powers conferred upon 
the Commission in the safety appliance acts. It is very difficult to 
determine what effect the proposed transfer of bureaus would have 
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at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
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at Norfolk. Va. = a 


At this great terminal property there is every modern de- continuil 
vice for the rapid and economical handling of cargoes. . : 
There are three piers, each 1300 feet long, and four open- prices, 84 
bulkhead berths. Eight warehouses provide 2,200,000 tion of ¢ 
square feet of floor space. They are served by depressed d hand 
tracks and concrete drives. The receiving, delivering and = " 
classification yards have a capacity of 4000 cars. The prop- manufac 


* nent i afte ss ees 7 , ; é ( ; 
3 Di Bac , erty is served by Norfolk’s eight trunk-line railroads. mate ma 
=~ jee, NorFotK TmewaTerR TERMINALS 
: J. A. Moore, Manager 
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Modern fireproof warehouses, located in the very heart of = 1\ \ 1 
the wholesale and retail districts, provide for the hand- os 
ling of all classes of merchandise in a most efficient man- ae 

ner. Capacity of 50 cars a day, all of which are worked R. D. Jones, iy d LIED A 


under cover, insures against damage by the elements. West 
Served by all railroads entering the city, Great Lakes oo oe ;| : 
steamers and New York Barge Canal lines. Special atten- 1646 T ; —_ ZA 
tion is given to pool-car distribution. tation Bldg. ri eee . 
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at Boston 
Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 


N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 


makes it the ideal distributing point for merchandise con-, 


signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TirpewaTerR TERMINAL, INc. 
L. J. Coughlin, General Manager, 666 Summer Street 
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at Philadelphia | 


Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 
PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 


10 Chestnut Street 


at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


MercHants’ WareHouseE CoMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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upon past actions, 
public safety. 

The railway employes are particularly concerned, but no more 
than tke general public, with the preservation and promotion of safety 
througk the powers imposed on the Commission. The original safety 
appliance act (1893) and the boiler inspection act (1911) with subse- 
quent amendments have been administered, ever since enactment, 
by or under the direction of the Interstate Commerce Commission. 
These acts have been enforced effectively and yet in a manner which 
has been generally satisfactory to the carriers and their employes 
and the public. It cannot be reasonably argued that the administra- 
tion of these acts would be improved by separating the Bureaus of 
Safety and Locomotive Inspection from the Commission, subjecting 
them to the supervision of another agency, while at the same time, 
under the terms of the laws, the Interstate Commerce Commission 
would be required to continue to play a part in their administration 
and enforcement. The inevitable result would be duplication and 
overlapping of functions, with waste of money and time, division of 
responsibility, and loss of efficiency. ; 

6. Emergency legislation affecting the railroads is at present under 
consideration and far-reaching programs for the improvement, or 
coordination of transportation facilities, for consolidation of railroads, 
for regulation of motor transportation, and similar purposes, may be 
subjects of early legislation. It is difficult to imagine a more inop- 
portune time for disorganizing the regulatory machinery now under 
the general supervision of the Interstate Commerce Commission. In 
this situation such a disorganization may well make it impossible 
either to pass legislation for the improvement of transportation con- 
ditions, or to carry out effectively any such legislation, if enacted. 

7. The transfer of bureaus from the Interstate Commerce Com- 
mission cannot be defended as a measure of economy, or efficiency. No 
money is saved by transferring a bureau from one building to an- 
other. Any reductions in personnel, or change in functions can be 
brought about in the building and under the supervision of the _Com- 
mission, just as well as in the building and under the supervision of 
the Department of Commerce. There can be no improved efficiency in 
transferring bureaus from immediate contact with the Commission, 
with whose activities they are closely interrelated, and placing them 
under the supervision of an executive department with wkose ac- 
tivities they have no logical connection. The Department of Com- 
merce is not established as a department of public utility regu- 
lation, it is a department for the promotion of commercial interest 
primarily. To engraft upon it some of the functions of public utility 
regulation and to deprive the regulatory commission of some of its 
agencies of public utility regulation can hardly be justified as a 
measure of efficiency. 


In conclusion we submit that the proposed transfer of these im- 
portant bureaus from the Interstate Commerce Commission to the 
Department of Commerce will produce not economy, but waste of 
time and money; will produce not efficiency, but inefficiency; that the 
effect of such a reorganization in the main will be merely to transfer 
governmental powers from a body trained and authorized to exercise 
them, to a department without training or authority in the premises. 

The interest of the organized railway employes in this matter 
does not arise because of any immediate effect upon labor relations. 
These do not ordinarily come within the consideration of the Com- 
mission. But, the railway employes are those who actually operate 
the railroads under the direction of management. They are deeply 
concerned with public regulation of the railroads. They are deeply 
interested in the efficient functioning of public agencies of regulation. 
They know the incalculable value to the American people, to the 
shippers, to railroad investors, to railroad management and employes 
of having regulation of tke railroads remain in the hands of a trained, 
continuing body of government officials, having the aid of bureaus of 
investigation and enforcement, closely interrelated with the regulatory 
work of the Commission and working under the supervision of an im- 
mediate contact with the Commission. 


We most earnestly urge that the President shall not, in a well 
intentioned, but misguided effort to promote economy and efficiency, 
issue an executive order which will have the practical effect of dis- 
organizing, disintegrating, and discrediting the work of the Interstate 
Commerce Commssion. 

We do not desire to trespass unnecessarily upon your crowded 
time; but we respectfully request that, before any action be taken in 
the matters here discussed, we may have an opportunity to present 
to you, through a committee of our organization, our views in more 


detail than can be properly included withi " 
munication. aieteadl ed within the limits of this com 


pending cases, or future procedure to protect 


Although, according to information at the White House, 
the Roper plan involving the reorganization of the Department 
of Commerce, the Commission and the Shipping Board was 
placed in the hands of President Roosevelt on April 21, Com- 
missioner Porter, on April 22, addressed the committee headed 
by Secretary Roper, which had made the plan. The plan had 
been submitted to the President previously. Mr. Roper re- 
submitted it April 21 with changes. Commissioner Porter 
admitted that he had appeared on that day before the Roper 
committe. He admitted that he had made comments on the 
part of the plan calling for separating bureaus of the Com- 
mission from it and placing them in the Department of Com- 
merce. Mr. Porter said he was not in position to say what 
had taken place in the meeting between the committee and 
himself. 

So far as known Commissioner Porter, at the time he 
appeared, was the only person consulted who had precise 
knowledge as to the effect that would be produced by the pro- 
posed divorce. It was understood that the Roper committee 
had not received a copy of the representations on the sub- 
ject that had been made to President Roosevelt on April 21 by 
the Railway Labor Executives’ Association as to the deleterious 
effect the divorce would have upon the work of the Com- 
mission without even the appearance of any compensating ad- 
vantages whatever either in efficiency or economy. The repre- 
sentations made to the President by the labor executives were 
highly satisfactory to those interested in preventing what to 
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many seemed the wholly vain proposals attributed to the Roper 
committee in the reports as to what it had suggested to the 
President. It is understood that if the commissioners ye, 
called upon to express their views on the representations of the 
labor executives it would be about the same as those of th 
labor leaders, There was no thought that Commissioner Porte 
in his talk with the Roper committee, expressed any views x 
variance with those of the labor executives. 

In connection with plans for the reorganization of govem, 
mental departments and agencies and the regulation of carriey 
by water, the Maritime Association of the Boston Chamber g 
Commerce has sent the following telegram to Secretary Roper: 

Providing regulation of water common carriers is coordinate 
with equivalent regulation of rail, highway and air transportation 
the Maritime Association of the Boston Chamber of Commerce repre: 
senting New England maritime interests is in sympathy with such Teg. 
ulation. Because of inevitable conflicts between these various traps. 
portation agencies requiring judicial balancing of factors involved, we 
consider it imperative that regulatory body include adequate repre. 
sentation of men experienced in water transportation to have juris. 
diction over the water lines. If modification of Panama Canal Act to 
permit. railroad ownership and operation of steamships is under con. 
— will appreciate opportunity to present our views in oppo. 
sition. 

Secretary Roper said April 26 that he had the reorganizatioy 
plan that had been submitted to the President. It was indicated, 
however, that it was not intended to make any major changes 
in the plan before it was resubmitted to the President. The 
President, it was said, had not had time to go over the plan 
and, therefore, it was placed in Mr. Roper’s hands pending the 
time the President could give it his attention. 


OVERCHARGES AND RECAPTURE 


Adjustment of overcharge claims now held barred by the 
statute of limitations, in connection with repeal of the recap. 
ture provisions of the interstate commerce act, is urged in a 
letter to President Roosevelt by F. Gordon Willis, of Kansas 
City, Mo., freight auditor and traffic director. 

Mr. Willis placed before the President in detail the situa- 
tion with respect to barred overcharge claims and urged that 
in providing for repeal of the recapture provisions of section 
15a that the government devise a plan whereby the over. 
charges might be refunded to shippers, on proper proof, and 
the railroads might be released from all other recapture lia- 
bility, after providing for such refund of overcharges. 

Mr. Willis takes the position that millions of dollars in 
overcharges, said to be barred by statute, are directly or in- 
directly involved in the earnings of railroads subject to recap- 
ture. He has written to many members of Congress also with 
respect to the matter. 

The subject was discussed briefly at the hearing held April 
5 before the Senate interstate commerce committee, at which 
Commissioner Eastman said in effect he did not see how a 
relationship could be established between the repeal of recap- 
ture and the payment of overcharge claims held barred. 

Mr. Willis believes that provision should be made for the 
refunding of all overcharges collected and retained by all 
railroads since March 1, 1920, to all shippers who may be able 
to prove their claims before the Commission. 

“Based upon twenty years’ experience as a freight auditor,” 
said Mr. Willis in his letter to the President, “my opinion is 
that there are now due shippers . . . refunds of overcharges 
aggregating $25,000,000, claims for the recovery of which are 
barred under existing law.” 

Mr. Willis says there appears to be nothing fundamentally 
wrong in treating the entire recapture liability of all railroads 
as a unit, for the purpose of paying out of this unit all over- 
charges which shippers are able to prove against any railroad. 
In conclusion he said in part: 


Some railroads have expressed a willingness to refund over- 
pe more tkan three years old, if a way may be found to do so 
awfully. 

It is believed, therefore, that no railroad subject to recapture, 
will seriously question the fairness of my proposal that the adjust- 
ment of overcharges be agreed to as a part of the plan to abrogate 
the government’s right to recapture the excess earnings. 

If release from recapture liability is a gratuity, the beneficiaries 
cannot properly fix the amount or the terms of tke gratuity; but 
should accept, gratefully, whatever their benefactor sees fit to bestow. 

If, however, it is deemed necessary or proper, I propose that the 
consent of all railroads which are beneficiaries of retroactive repeal 
of recapture be secured to the liquidation of the recapture funds and 
liability, in some manner which will enable the shippers to recover 
their overcharges. 

This could be accomplished by prorating the estimated liability 
of those carriers, subject to recapture, and making assessments based 
thereon, in such amounts as may be deemed adequate to cover the 
outstanding overcharges of all carriers, since March 1, 1920; which I 
estimate as $25,000,000; or, by any other arrangement for payment, 
to which the carriers will agree, subject to proof acceptable to the 
Interstate Commerce Commission. If this is done, there can be no 
question of taking carriers’ property (the shippers’ money) in con- 
travention of the Fifth Amendment; and both the railroads and the 
shippers will have had a New Deal. 















































THE RAILROAD PROBLEM 


P Roper 
CO the The Trafic World Washington Bureau 
S Were President Roosevelt had the federal railroad coordinator 


Of the pil, prepared by the committee headed by Secretary Roper, 
of the Department of Commerce, on his desk late April 21, 
put it was stated that he had not had time to prepare a message 
transmitting it to Congress. In view of the fact that the 
president was to be busy for a few days discussing international 
matters With European spokesmen, there was doubt as to 
when the railroad bill would be sent to the Capitol. 

A newspaper report purporting to set forth, in part, the text 
of the federal railroad coordinator bill, as submitted to President 
Roosevelt by Secretary Roper’s committee, published April 25, 
was said to have been based on a draft of a bill that the com- 
mittee considered. The text as published, it is stated, was not 
the text as embodied in the bill submitted to the President. 

President Roosevelt, it was stated at the White House late 
April 26, had not had time to go over the proposed federal rail- 
road co-ordinator bill. He expected at that time, it was said, 
to prepare something for transmission to Congress perhaps April 
99 or May 1. The railroad legislation, it was stated, was to be 
Zatio the last of the major legislative recommendations of the Presi- 
cated dent for the present special session of Congress. ; 
anges Further publicity was given this week to information alleged 

~ to have been taken from the proposed federal railroad co-ordina- 

Bn tor bill. While not denying that such a draft had been before 

> the the Roper committee which wrote the bill submitted to President 
Roosevelt, those who were in position to know said that the 

draft on which the newspaper publicity was based was not the 

draft submitted to the President. The proposed draft from 

which excerpts were published, however, it was understood, indi- 

the cated the general coordinator scheme that Mr. Roper’s com- 

Cap- mittee had proposed. This followed in general, with some addi- 
in a tions, the plan as outlined in The Traffic World of April 1, p. 637. 
The heart of the plan, as indicated in that report, is predicated 





isa 
; on lifting of anti-trust act restrictions that may stand in the 
tua- way of effecting economies that may be put into effect under 
hat the co-ordinator plan. The co-ordinator, who may be a mem- 
‘ion ber of the Commission—and Commissioner Eastman in particu- 
rer. lar—would have power to issue orders, if neceSsary, but the 
nd idea is, it is understood, to bring about the greatest degree of 
lia- co-operation possible between the co-ordinator and the railroads, 
with the latter proposing and effecting economies. The ,rail- 
in roads, under the plan, would have regional committees which 
in- would be the point of contact with the co-ordinator and his staff. 
ip- Provision may be made for consultation of representatives of 
th railroad labor in connection with issuance of orders by the co- 
ordinator that might affect labor. It is also understood there 
ri] probably will be provisions relating to loans to railroads and 
sh conditions with respect thereto and reorganization of financial 
a structures of railroads seeking government aid. 
D- On reliable authority it was stated April 28 that the text 
of a railroad coordinator bill published in Friday morning news- 
e papers was not the text of the bill submitted to President Roose- 
] velt. The President, it was stated at the White House, had not 
" yet been able, because of his conferences with foreign repre- 


sentatives, to do anything with the bill submitted to him. 
’ The Railway Labor Executives’ Association April 28 issued 
! a statement opposing the “prospective” railroad coordinator 
| legislation, chiefly on the ground that what was understood to 
be proposed would deprive men of jobs. 


IC. C. EMPLOYE FORCED RETIREMENT 


A provision in the independent offices appropriation bill 
would empower President Roosevelt to retire employes of the 
government who had been in the government service for thirty 
years or more on retirement allowances ranging from $900 to 
$1,200 a year. He would have power to make such exceptions as 
he deemed necessary on account of the value of services such 
employes could render. 

Passage of the provision by Congress would practically re- 
quire the retirement of a large number of Commission employes 
unless President Roosevelt made exceptions in their favor. Sec- 
retary McGinty would reach the ‘retirement day within a year. 
Chief Examiner Ulysses Butler and Assistant Chief Examiner 
Charles F. Gerry would be affected either immediately or within 
ayear. The same would be true of a number of the experienced 
examiners upon whom the Commission relies in big cases; also 
Frank C. Stratton, chief of the division of dockets. 

In the Bureau of Traffic among men who would be immedi- 
ately affected would be George C. Crosland, chief of the section 
of tariffs; James R. Pipes; chief of the sixth section division; Ed- 
ward M Graney, chief of the division of tariff correspondence, 
and Lorin C. Nelson, assistant to Director Hardie. 


HOURS OF SERVICE BILL 
Répresentative Wood, of Missouri, has introduced H. R. 
5207, a bill to reduce from 16 hours to 12 hours the number of 
hours that employes of carriers may be continuously on duty. 
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WHITHER IN TRANSPORTATION? 


(Address by Julius H. Parmelee, director, Bureau of Railway 
Economics before the Pittsburgh Railway Club April 27.) 


Once a year, at the approach of Christmas Day, I take the 
Christmas Carol of Charles Dickens off my library shelves, and 
again call to mind the adventures of Ebenezer Scrooge with the 
Ghost of Christmas Past, the Ghost of Christmas Present, and 
the Ghost of Christmas Yet To Come. That allegorical method 
of combining both- history and prophecy—what in modern busi- 
ness language we call analysis and forecast—has become classic, 
and I shall attempt it tonight in my discussion of transportation 
past, present, and future. How successful the attempt at analysis 
will be, it rests with you to say; how accurate the attempt at 
a forecast, only the events of the future will disclose. And when 
those events have transpired, the memory of this my essay into 
the realm of prophecy will doubtless have faded from your minds. 
The success of a forecaster depends, you will agree, rather on 
the extent to which his forecasts are forgotten than on the 
degree to which he actually rings the bell. 

It would be impossible to cover, except in the sketchiest way, 
the past, present and future of transport in the United States. 
Let us take a flying view of the past and present, then devote 
ourselves to what interests us most particularly at this time, the 
possibilities of the future, 

I dreamed a dream, in which the transport developments of 
the post war period seemed to pass swiftly in review before my 
eyes. The panorama was one that has become familiar to all 
of us. I saw the railways, in particular, emerge from the war 
period in a serious condition, meet and grapple with many phys- 
ical and financial difficulties. Then in 1923 they adopted a pro- 
gram of rehabilitation and of operating efficiency that, success- 
fully prosecuted, carried them to a peak of performance and of 
financial reward. In the year 1926, you will recall, the total 
revenues of the railway industry were the greatest of any year 
in its history. The net income of the railways reached its peak 
in 1929, three years later, and while the rate of return in that 
year was below that contemplated by law, it did provide a con- 
siderable margin over fixed charges. In any case, we now look 
back at the results of 1929, and wonder when we shall return 
to that level. 

You will further recall that the railways, during the four 
years from the beginning of 1926 to the end of 1929, reached a 
high plateau of freight traffic. The ton-mileage of each one of 
those four years was greater than in any year prior to 1926 and, 
I may add, than in any year since 1929. 

Then struck the whirlwind, in the form of economic depres- 
sion, which year by year drew railway traffic, revenues, and net 
income down to progressively lower levels in 1930, 1931, and 1932. 

But this was not all. During the same post war period, com- 
petition in the field of transport grew apace, with resulting effects 
on the American railway. With the renaissance of waterways, 
aided by liberal subsidies from the government, traffic by water 
became increasingly important during this period. Highway 
transport, particularly the haulage of goods by motor truck, be- 
came a real menace to rail freight service, was subject to no 


federal regulation whatever, and was under state control to a ° 


lesser degree than had been the case with railway transport for 
many years. Air transport, with government aid, was extended 
to transcontinental services, and then to intercontinental, 


Transportation Present 


So the panorama of the recent past unfolded itself. I then 
turned my eyes to the present, that is, the developments of the 
transport industry since the beginning of 1932. 

This review of the last fifteen months brought out many 
things of vital import for today and for tomorrow. 

Rail traffic and earnings have continued to decline, with a 
disastrous effect on net income, which in the great majority of 
companies disappeared and was replaced instead by deficits. 

At the beginning of 1932, the Interstate Commerce Commis- 
sion authorized some freight rate increases, which were tem- 
porary in nature and restricted in extent. The revenues derived 
from these increases were pooled by voluntary agreement of the 
railways themselves in a loan fund, administered by the Railroad 
Credit Corporation. While the effect of this assistance was 
smaller than had been expected, because traffic continued to 
decline, yet it proved to be one of the factors that kept the rail 
industry relatively solvent. 

At the beginning of 1932, the government established the 
Reconstruction Finance Corporation, which loaned government 
funds to railways, financial institutions, and local governments. 
Many railway companies availed themselves of these loans, and 
utilized them primarily to meet maturing obligations and bond 
interest, although in some cases they found it necessary to spend 
the proceeds for taxes, and even for operating expenses that had 
not been currently earned. 

Again at the beginning of 1932, railway employes agreed to 
a temporary deduction of ten per cent from their pay checks, an 
agreement that is still in force. Many of the officers and super- 
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visory forces have received salary reductions far in excess of 
ten per cent, 

For nearly four years, the railways have been engaged in the 
battle with depression. This battle has now resolved itself 
largely into a reduction of all expenditures to levels that can 
be met from dwindling revenues and that yet will assure con- 
tinued adequacy and safety of transportation service. The battle 
has been a hard one, has demanded the most stringent economy, 
but has been successfully conducted by the great majority of 
companies. 

In fact, this battle has become the outstanding achievement 
of the railways within the past year. As the Interstate Com- 
merce Commission put it in their latest annual report to 
Congress: 


The railroads have been in general surprisingly successful in re- 
ducing their operating expenses in a ratio reasonably close to the re- 
duction in operating revenues. 


At the same time, competition from other agencies of trans- 
port, especially the motor truck on the highway, has grown more 
rather than less intense. In the necessity many shippers have 
been under to economize, they have turned to transportation 
service that may seem cheaper than rail, but in the long run may 
prove a costly form of experimentation. 

So I see the rail carriers today, still fighting declining re- 
ceipts, still economizing, still maintaining service at satisfactory 
levels, still meeting their competitors on a lower basis of rates, 
still keeping up their courage, still joining the rest of industry in 
looking for the upward turn in economic activity, still praying 
for that increase in carloadings that shall give them a breathing 
spell in this battle against the giant foe of depression. 

We may describe the situation by paraphrasing a slogan 
made notable during the war: The rail industry may be down, 
but it is not yet, or ever, through. 

Or, in more classic strain, we may paraphrase that immortal 
couplet of William E. Henley, and say of the railway manage- 
ments: 

In the fell clutch of circumstance 
They have not winced nor cried aloud, 


Beneath the bludgeonings of chance 
Their heads are bloody but unbowed. 


Transportation Yet to Come 


I dreamed another dream, in which the future of American 
transportation seemed to unroll before my eyes. In fact, I was 
in the year 1950, and was looking back at the panorama of events 
from 1933 to that date. The panorama had in it some confused 
spots and there were factors that to our present eyes would 
appear to be radical, dangerous, and impossible. Yet the Amer- 
ican nation had struggled through, and transportation as well as 
other economic activities survived, 

Let us review this panorama together. Remember that we 
are now looking back to 1933. So looking back, it was manifest 
that the most hopeful element in that year was the intelligent 
and sympathetic interest the American people were beginning to 
give to transportation and its future. This attention to transport 
matters was founded on the realization that the public interest 
and the interest of railway transport were one and inseparable, 
and that what affected one adversely was a serious blow at the 
other. 

The Interstate Commerce Commission had sensed this hope- 
ful change in the state of the public mind when they said in their 
annual report for 1932: 


More or less aimless concern over the future of the railroads is 
rapidly being replaced by intensive study directed toward ways and 
means of improving the situation. 


Again, the public in 1933 was comforting itself with the 
thought that the United States had passed through several de- 
pressions in its history, and had always emerged stronger in 
every way than before. The pessimists scoffed at this notion, 
just as the optimists in early 1929 ridiculed the idea that pros- 
perity might not continue in an ever upward spiral. Both groups 
were, of course, wrong, the optimists of 1929 and the pessimists 
of 1933. But the pessimism continued nevertheless. 

I found one such long-faced Jeremiah in 1933 who fastened 
me with his glittering eye, and insisted on reading aloud to me 
an article in the current newspaper. Part of it ran as follows: 


In times like these, we find ourselves in the midst of a serious 
financial and industrial crisis. It just seems inconceivable that con- 
ditions can ever right themselves enough to have prosperious times 
in the country again. Trade and industry throughout the land are 
disorganized. Banks by the hundreds have failed. Securities have 
fallen to one-half or even one-quarter of their former value. 

The problem of unemployment has become general and in all 
large cities special committees have been organized to provide food 
and clothing for the poor and unemployed. 

The lessening demand for wheat exported to Europe has caused 
American wheat to sell in the West for less than 50 cents a bushel. 
Extensive competition lowering prices and unwise speculation have 
brought about a crisis. The renewal of confidence and the allaying 
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of violent fear in the minds of the people, which will allow for actiy 
buying, rather than money hoarding, must precede business recovery 


Sounds familiar, doesn’t it? Every word unquestionably a 
plied to conditions as they existed in 1933. Jeremiah smileq y 
me triumphantly when he had finished, but his smile faded son, 
what when I pointed out to him a note at the bottom of t 
article. The note stated that the item was quoted verbatim frop 
an address by Daniel Webster in Detroit, Michigan, delivered j, 
the year 1837. 

Returning to 1933, other hopeful signs were the transport, 
tion studies made in that year by the National Transportatig, 
Committee, by the Joint Committee of Railroads and Highway 
Users, and by government officials and advisers. Their effoy 
was not only to find a way out for the railways, but to effect suc) 
a coordination of the several transport agencies as to presery 
their best features and at the same time promote the public 
interest. While some of the recommendations resulting froy 
these studies were not and could not be adopted, they supplieg 
food for thought, and undoubtedly aided in the effort to work ou 
practical solutions. 


Among other things, the American people in 1933 were be. 
ginning to realize that the effort to restrict production, especially 
in the case of farm commodities, was an approach from the 
wrong end. Rather was it the solution to increase the effective 
demand for goods the world over, and so absorb the growing 
production. While some nations, like the American, were over. 
stocked with food, raw materials, and manufactured products, 
other nations, like the Chinese, were undernourished and poorly 
supplied with the comforts of living. In coming to this realiza- 
tion, the minds of thoughtful people in 1933 were greatly im- 
pressed by this sentence from a popular book by a popular 
author, where he said: 


The limiting of production was a device so pathetic that future 
generations were to look back on it as the last resource of men who 
were scarcely sane, 


This realization spread to other nations, and led eventually 
to a series of agreements among the nations, whereby they all 
produced more goods than they themselves needed, and traded 
the surplus to other nations in exchange for their surplus. Many 
adjustments and mutual concessions among the nations of the 
world were necessary, trade and finance barriers were lowered 
or abolished, but when all this had been done, it was surpris- 
ing how quickly the supposedly insuperable economic difficulties 
of the world faded away. No longer was overproduction a 
scourge, but a blessing, which gave every worker a job, higher 
wages and purchasing power, and raised standards of living in 
all countries. In fact, the word “overproduction” no longer ap- 
plied, because supply and demand moved into balance, and the 
nightmare of surplus stocks largely disappeared. 


Transportation agencies shared, of course, in this movement. 
Instead of transport finding itself with an excess of facilities, as 
ir 1933, the rise in economic activity set locomotive wheels to 
turning, and many of the difficulties encountered by the railways 
during the depression automatically disappeared. The railways’ 
slogan of 1933, “All we need is traffic,” was abundantly justified 
by subsequent events. 


But before this happy solution of the world’s troubles was 
fully worked out, certain transition measures were adopted by 
the United States in 1933 and 1934. The much-discussed creation 
of the post of Federal coordinator for the railway industry 
brought improvement in railway performance, but it was notable 
that the improvement was made largely by the railways them- 
selves. The impetus supplied by the coordinator legislation, to- 
gether with the relaxation of certain restrictive legislation that 
had, therefore, held them back from well defined forward steps, 
led to cooperative progress along lines not previously possible. 
These restrictions were the result of anti-trust laws, state regu- 
lation, accounting rules, and charter and legislative provisions. 
All this proved what had long been contended, that the railway 
industry needed not so much additional control and regimenta- 
tion, but freedom to work out its salvation according to the best 
judgment of its own leaders. 


Several impractical provisions of regulatory law, such as the 
recapture clause of the transportation act of 1920, were repealed 
outright. Other provisions were modernized and modified, in 
sympathy with the newly developing idea that economic barriers 
should be lowered rather than raised. 


At the same time, other agencies of transport were subjected 
to federal regulation, so as to place all agencies on an equal 
competitive basis. This led to greater coordination among the 
several agencies than had formerly been possible. So was an- 
other forward step taken, which everyone had known for years 
should be taken, but which no one knew how to effectuate. An- 
other of those things that, when once accomplished, we wonder 
why it had not been done years before. Paraphrasing a pungent 
sentence from Dickens, the nation, having effected logical re- 
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ys in transport legislation, “was in a state of perpetual aston- 
ment at finding itself so reasonable.” 

With all these changes, the Interstate Commerce Commis- 
, was retained as the central unit of federal regulation. Its 
tions were limited in some directions and extended in others, 
the chief purpose of the new legislation was to relieve the 
;mission of many petty details of responsibility, and to con- 
trate its energies on those broader aspects of regulation which 
hted themselves to public policy: development of the several 
ios of transportation, rates and costs, finances, efficiency in 
ice, and the like. 

In closing, I take considerable satisfaction in calling to your 
ention the fact that although a statistician, I have quoted you 
transportation statistics in this review of transportation past 
j present; and that although an economist, I have not once 
>¢ those two favorite words of modern economists: “railway 
pblem.” 

May I quote as my final word these recent words of Bruce 
rton: 


All the pioneers, all the explorers and leaders and builders have 
ne out not knowing whither they went. It isn’t necessary to know 
»end. If the whole path ahead were clear there would be no 


venture. 
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Fectin Gentlemen, we are on our way to important developments 
rowing fed changes in transportation. We know not exactly how or 
’ Over. Mmnither we go, but that is less important than our readiness to 
ducts, MMmapt ourselves to the future, come what may. Let us believe 
poorly fmpat we shall emerge, and soon, from the throes of depression, 
ealiza. [nd that under such conditions we shall again need our railways 

















nd other transport agencies, to carry on in future, as in the past, 
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br the welfare of our nation, 
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PETROLEUM TRANSPORT RESTRICTION 


Representative Marland, of Oklahoma, in H. R. 5079, has 
ntroduced another bill forbidding intrastate or foreign trans- 
ortation of petroleum produced in violation of the laws of state 


‘uture 
| Who 


ually urporting to conserve petroleum. Its title is “to supplement 
y all tate laws pertaining to conservation of crude petroleum and 
aded [i prevent the shipment in interstate and foreign commerce of 
fany rude petroleum produced in violation of such state laws.” 

the This bill is understood to be a draft suggested by the At- 
ered fMorney General as a substitute for the one earlier introduced 
pris- fiby Representative Marland, and is deemed by those interested 
ties n such proposed legislation as differing from the original Mar- 
: a and bill in only relatively unimportant aspects. 

her 


SOUTHERN PACIFIC FARE REFUNDS 


the The Southern Pacific has been authorized by the Commis- 

sion, division 3, to adjust charges on the unused portion of 

ound-trip and one-way coach tickets purchased in the period 
nt. tom January 1, 1933, to March 14, 1933, for use in interstate 
as tafic by refunding the difference between the amounts paid 
- or each ticket and the value of the service actually performed 
ie by the Southern Pacific. The order of the Commission gives 
od the carrier authority to make refund on unused coach fare 
. tickets down to the basis of the coach fare journey actually 

taken by the passenger. The carrier did not have this authority 
iS prior to March 15, on which date it amended its redemption 
y tule to cover such refunds. 


; In 


Reduction of the number of pool passenger trains between 
Seattle, Wash., and Portland, Ore., from five to three daily is 
Proposed in a petition filed with the Commission seeking ap- 
proval of the reduction in the matter of application of Northern 
Pacific Railway Co., Great Northern Railway Co., and Oregon 
& Washington Railroad & Navigation Co. for authority to con- 
Unue to furnish joint passenger train service between Seattle, 
Tacoma and Portland, and to divide the earnings therefrom. 
Under the existing arrangement, approved heretofore by the 
Commission, the applicants operate five trains daily between 
Seattle and Portland. 

Improved highways, say applicants, have led to increased 
uses of busses and private automobiles between Portland and 
Seattle. Bus operators, according to applicants, have reduced 
their fare to approximately one cent a mile between Portland 
and Seattle, and there is little likelihood of patronage of the 
Passenger trains increasing. 


n ia amie liatandtaaiitianpinaan 
‘ POOLING PASSENGER SERVICES 
; 


TELEPHONE EARNINGS 


A summary of the monthly reports of large telephone com- 
Panies for January, prepared by the Commission’s Bureau of 
Statistics, shows 15,015,173 company stations in service at the 
end of the month in comparison with 16,893,449 in January, 
1932; and net operating income of $14,023,644 as compared 
With $16,495,892 in January, 1932. The operating ratio, how- 
ever, was 73.02 in January of this year as compared with 73.54 
in January, 1932. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 15 totaled 
494,215 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 6,919 cars 
above the preceding week, but 72,611 cars under the same week 
in 1932 and 265,279 cars under the same week in 1931. 

Miscellaneous freight loading for the week totaled 183,463 
cars, an increase of 7,859 cars above the preceding week; 
loading of merchandise less than carload lot freight totaled 
160,523 cars, a decrease of 127 cars under the preceding week; 
grain and grain products loading for the week totaled 33,857 
cars, 778 cars above the preceding week; forest products load- 
ing totaled 16,765 cars, 110 cars above the preceding week; 
ore loading amounted to 2,536 cars, an increase of 804 cars 
above the week before; coal loading amounted to 78,792 cars, 
a decrease of 2,002 cars below the preceding week; coke load- 
ing amounted to 3,166 cars, 285 cars below the preceding week; 
live stock loading amounted to 15,113 cars, a decrease of 218 
cars below the preceding week. 

Revenue freight loading by districts the week ended April 
15 as compared with the loading in the corresponding period 
of 1932 was reported as follows: 


Eastern district: Grain and grain products, 5,512 and 5,274; live 
stock, 1,412 and 1,829; coal, 18,680 and 27,573; coke, 1,069 and 1,516; 
forest products, 980 and 1,468; ore, 421 and 693; merchandise, L. C. L., 
42,582 and 49,326; miscellaneous, 40,887 and 46,723; total, 1933, 111,543; 
1932, 134,402; 1931, 177,355. 

Allegheny district: Grain and grain products, 2,894 and 2,932; 
live stock, 1,065 and 1,513; coal, 19,270 and 28,060; coke, 1,112 and 
1,566; forest products, 737 and 934; ore, 303 and 703; merchandise, 
L. C. L., 32,345 and 38,818; miscellaneous, 31,378 and 39,870; total, 
1933, 89,104; 1932, 114,396; 1931, 155,849. 

Pocahontas district: Grain and grain products, 306 and 281; live 
stock, 46 and 53; coal, 22,149 and 22,773; coke, 119 and 172; forest 
products, 537 and 519; ore, 48 and 70; merchandise, L. C. L., 5,014 and 
5,388; miscellaneous, 6,093 and 6,214; total, 1933, 34,312; 1932, 35,470; 
1931, 42,590. 

Southern district: Grain and grain products, 3,395 and 2,944; 
live stock, 762 and 870; coal, 8,765 and 9,020; coke, 248 and 221; forest 
products, 5,200 and 6,612; ore, 114 and 383; merchandise, L. C. L., 
28,048 and 31,948; miscellaneous, 36,332 and 34,628; total, 1933, 82,864; 
1932, 86,626; 1931, 121,025. 

Northwestern district: Grain and grain products, 8,695 and 6,925; 
live stock, 3,417 and 4,336; coal, 3,689 and 2,842; coke, 466 and 456; 
forest products, 4,750 and 4,859; ore, 497 and 571; merchandise, L. C. 


L., 18,450 and 22,258; miscellaneous, 18,378 and 21,869; total, 1933, 
58,342; 1932, 64,116; 1931, 87,306. 
Central western district: Grain and grain products, 9,076 and 


9,880; live stock, 6,431 and 9,020; coal, 4,569 and 2,974; coke, 104 and 
89; forest products, 2,566 and 3,187; ore, 1,026 and 1,614; merchandise, 
ie, i ., 21,970 and 25,626; miscellaneous, 28,423 and 32,658; total, 
19338, 74,165; 1932, 85,048; 1931, 108,085. 

Southwestern district: Grain and grain products, 3,979 and 3,618; 
live stock, 1,980 and 2,524; coal, 1,670 and 1,114; coke, 48 and 45; 
forest products, 1,995 and 2,435; ore, 127 and 287; merchandise, L. C. 
L., 12,114 and 13,581; miscellaneous, 21,972 and 23,164; total, 1933, 
43,885; 1932, 46,768; 1931, 67,284. 

Total, all roads: Grain and grain products, 33,857 and 31,854; 
live stock, 15,113 and 20,145; coal, 78,792 and 94,356; coke, 3,166 and 
4,065; forest products, 16,765 and 20,014; ore, 2,536 and 4,321; mer- 
chandise, L. C. L., 160,523 and 186,945; miscellaneous, 183,463 and 
205,126; total, 1933, 494,215; 1932, 566,826; 1931, 759,494. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1933 1932 1931 

Four weeks in January............ 1,910,496 2,266,771 2,873,211 
Four weeks in February.......... 1,957,981 2,243,221 2,834,119 
Four weeks in March............. 1,841,202 2,280,837 2,936,928 
Week ended April 1....ccccccccce 4,588 544,961 727,852 
Week ended April $8...<..ccccecces 487,296 545,623 737,272 
Week ended April 16... ccccccccece 494,215 566,826 759,494 

SOD svcd wc ceevsssisceuiesauas 7,185,778 8,448,239 10,868,876 


REORGANIZATION OF RAILROADS 


J. Ledlie Hees, formerly president and general manager of 
the Fonda, Johnstown & Gloversville Railroad Co., who was 
appointed trustee of the road in the reorganization proceedings 
(F. 9954), has filed a petition with the Commission stating that 
he feels that his compensation as trustee should be at least 
$15,000 a year. For many years prior to 1931, said he, his salary 
was $15,000 a year. Since that time, he said, he had reduced it 
voluntarily to $10,800. He said he felt that in view of added 
responsibility and giving of undivided time as trustee the Com- 
mission would be fully justified in fixing the maximum compensa- 
tion at least $15,000 a year. 


NEW SANTA FE TRAIN 


To encourage travel to the Chicago Century of Progress, 
a new 37% hour train, known as The Ranger, has been placed 
in service between Chicago, Ft. Worth and Galveston, Texas, by 
the Santa Fe Railway, according to announcement of Passenger 
Traffic Manager W. J. Black. This is the first intact through 
dining and observation car train to be operated between the 
two points and links Chicago and the great Gulf ports of Hous- 
ton and Galveston and intermediate territory. It provides serv- 
ice from all points in Texas and major portion of Oklahoma 
and Kansas, 
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Ocean Shipping News ¢- 


OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


HE Merchants’ Association of New York has been informed 

that the Cuban state department has ordered a stricter en- 
forcement of certain regulations governing consular invoices, 
particularly with reference to the dutiable value. 

Henceforth, in all c. i. f., f. a. s., f. 0. b. or parcel post ship- 
ments, shippers must itemize in detail on consular invoices 
all shipping expenses, even if they are included in the total 
value. Expenses such as export packing, inland freight, cartage, 
commissions, handling charges, etc., which are included in the 
total f. o. b. price, must be itemized on the left side of the 
invoice, in any convenient place, stating that they are included 
in the total f. o. b. price. When a ec, i. f. price is given the 
ocean freight, insurance, consular fees and bill of lading fees 
must be itemized in the wide column below the description 
of the merchandise, and their total deducted from the ec. i. f. 
price, so that the f. o. b. price will be the total of the right 
hand column. Furthermore, in c. i. f. shipments, the inland 
freight, packing and other domestic charges must be itemized at 
the extreme left of the invoice, as in the case of f. o. b. ship- 
ments. The total price shown at the bottom of the right hand 
column must always be the f. o. b. port of export value. 

Similarly, greater care must now be taken to give a detailed 
description of the merchandise and its component materials, 
as well as the number of units, price per unit and total price 
per item and the gross and net weights in kilos for each item 
and for the entire shipment. In addition, for textiles, the trade 
name, or mark, or the name of the manufacturer must be stated 
under the column headed “references.” 

Only trade discounts which are regularly allowed in a 
domestic market may be shown on the consular invoice. If 
trade discounts are shown, an affidavit must appear on the face 
of the consular invoice that the same discount is regularly 
allowed in the wholesale domestic market. The consular in- 
voice must not show cash, export or special discounts. 

Consular invoices may be in English or French but this is 
not advisable because of the difficulty to the Cuban importer in 
preparing a duly authorized Spanish translation of the invoice 
in question. 

All exporters making more than five shipments a month 
to Cuba must be registered at the consulate. Consular invoices 
must be certified at the consulate before the goods arrive in 
Cuba. If this is not done, the shipment is subject to a fine 
of double the consular fees. Effective September 30, 1933, a 
new consular invoice form will be issued which contains certain 
minor changes in the column headings but makes no material 
change in the information to be supplied by shippers. 

The action of the government in going off the gold standard 
has been reflected noticeably in the full cargo markets in the 
last week. A weekly review of the coal and other full cargo 
trades, says: ‘Freight markets in general have been seething 
during the past week. Tonnage was absorbed in rapid fashion 
and freight rates in terms of dollars have increased appreciably. 
There was no activity in the export coal market worthy of 
comment. Inquiries for tonnage to South America are still 
being made. To date, the recent drop in dollar values in com- 
parison with foreign currencies has not been reflected in the 
coal trade. However, it should prove very helpful.” 


Grain rates out of Montreal have advanced slightly in the 
last few days but chartering has been held back due to a 
difference of ideas between owners and charterers, the former 
asking 64%4c on an Antwerp-Rotterdam basis, while the latter 
are willing to pay only 6c. Among the recent fixtures reported 
were a steamer for 30,000 quarters from Montreal to Rotterdam 
at 6c for loading the middle of May, and a 2,210-ton vessel from 
Montreal to Manchester at 2s for the first half of May. The 
higher Montreal rates had a strengthening effect on berth busi- 
ness out of New York. 

West Indies time charters were fairly active and one long 
voyage time charter was reported, that of a 3,110-ton steamer 
for a round trip in the west coast of South America trade, done 
on private terms for prompt loading. 

Chartering of tonnage in the transatlantic sugar trade has 
been at a standstill and the same condition prevails in the 
lumber and coal divisions. In the tankers trade several Cali- 
fornia fixtures were reported, including a clean boat to the 
United Kingdom-Continent for May at 14s 9d and an American 
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tanker for 75,000 barrels of refined from California to the Gyigumplation 
at 37c with option for North of Hatteras at 42c for May ome 
other coastwise fixture was that of an American steamer, 9% f the 
net tons, from the Gulf to Boston, kerosene, at 18c for prommne 2 
loading. notice, 
Sessions of the general meeting of the United States Intammeffecti' 
coastal Conference were continued this week with no indig, jour m 
tion of a break in the deadlock over plans to reach a permaney 
conference agreement prior to June 1, when governmenta] regygmntercc 
lation of the trade goes into effect. A proposal to bar tagene W' 
A lines in the conference from serving ports south of ppj,gmartot 
delphia, extension of terminal rates to minor ports locatg missio 
near major ports and stabilization of lumber rates were amoymess 
the questions under discussion at the meeting. A delegation gqmplso ¥ 
intercoastal operators left for Washington to confer with ghimmpullet 
ping Board members in regard to governmental regulation, he - 
e 


nas Tl 


ST. LAWRENCE SEAWAY TREATY FE; 


The joint resolution (H. J. Res. 157) giving effect to ty T 
recommendation of the New York Power Authority and a boar 
of engineers of the War Department by which $89,726,000 of thy _ 
cost of works in the International Rapids Section of the g led 
Lawrence River, in connection with the St. Lawrence power anjfmenact: 
navigation project, would be assumed by the Power Authoritygmcos” 
was passed by the House April 26. (See Traffic World, April tra 
22, p. 781.) It was attacked by opponents of the St. Lawrenciimerce 
seaway treaty now pending in the Senate, who charged that thmfiled 
resolution was linked with the treaty and that its passage } —* 
Congress would facilitate the ratification of the treaty. comp 

Representative Edmonds, of Pennsylvania, asked whether thdmof th 
presentation of the resolution was not in effect an attempt w a 
the part of the House authorities to impress the Senate that th xd 
House favored the treaty. 

“I do not know anything about the treaty,” replied Chair 
man Rayburn, of the House committee on interstate and foreigi stto 
commerce, “I have never read it. I do not think that this hal pati 
one thing on earth to do with the treaty. I think it is a matte tion, 
of settling these rights as between the federal government ani 
the state of New York so that they will know what their rights 


are when the treaty is under consideration.” ( 


Representative Cochran, of Missouri, reflecting apprehension hy 


of at least some people in the Mississippi Valley as to the pro see 
posed seaway, said the Panama Canal had done damage it wasgm with 
impossible to estimate so far as the Mississippi Valley was cor os 
cerned, and that he thought the St. Lawrence seaway, if built, atto 


would interfere with the commerce of the valley. shal 


“It is going to be beneficial to a certain section of the = 


country but it is going to injure the middle west, and I think acec 
a careful study will so disclose to anyone,” said he. reve 

Mr. Cochran said the Panama Canal and also the intracoastal jm '°“ 
canals in Texas had taken.many millions of tons of commertt™® oy | 
away from St. Louis. He predicted that if the St. Lawrence sea & eac! 
way were built, Chicago would become the leading metropols™ the 
of the United States. nist 

Representative Dingell, of Michigan, seaway proponent, 0% sch 
the other hand, asserted that St. Louis and the middle west would & upr 
benefit by construction of the seaway. a 

“Michigan’s prosperity will radiate to the middle west and oy; 
will engulf St. Louis,” said he. beg 

Representatives Parker and Beiter, of New York, opposed »y 
the seaway project. - 

“We should oppose the expenditures of public funds for the no 
St. Lawrence project,” said Mr. Beiter. “It is not economically an 
sound.” ee 

Representative Fish, of New York, also attacking the se 
way, said he believed the project was “a political myth, a political & an 
football, and a political fraud from beginning to end, and that thi 
it will never help any farmer in any state of the Union, tha .. 
there has never been since I have been in Congress any P!0 & tr: 
posal that has come before the Congress that has had so much ® If 
propaganda back of it, so much subsidy, and so much misinfor tr 
mation.” 

The seaway project was attacked by Representative Lam ke 
neck, of Ohio, who said the cost would be at least one billiot > 
dollars. 

“The interest on this debt will be a sufficient amount to pay be 
all freight charges on all wheat and cotton shipped to foreig) @ of 
countries in any one year for a generation,” said he. fc 
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Me pil 29, 1933 
. INTERCOASTAL RATE REGULATION 

Tariff Circular No. 2, containing regulations prescribed by 
e Shipping Board pursuant to Section 2 of the intercoastal 
i ping act, 1933, governing the publication, posting and filing 
1 schedules with the board by carriers subject to the act, was 

acsyed by the board April 26. ; 
~ Under the intercoastal shipping act, which provides for reg- 
ation of common and contract carriers by water in interstate 
mmerce of the United States engaged in transportation by way 
f the Panama Canal, the carriers must file tariffs setting forth 
ne actual rates to be charged, to become effective on 30 days’ 
botice, unless permission is granted by the board to make them 
The board may suspend rates for 
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ates Intelmeffective on shorter notice. T 

00 indicggmour months pending investigation. } ay 

eTManer Abstracts of the tariffs filed with the Shipping Board by the 
Ntal repymntercoastal lines will be published in The Daily Traffic World and 
» bar th ne Weekly Traffic Bulletin, the service to be afforded to be simi- 
of Phi,mmarto that given with respect to railroad tariffs filed with the Com- 





mission, Applications for permission to make effective rates on 
oss than 30 days’ notice and action thereon of the Shipping Board 
sso will be published in The Daily Traffic World and The Traffic 
Bulletin. Investigation and suspension proceedings instituted by 
he board under its suspension power also will be reported in 
e Daily Traffic World and the weekly Bulletin. The board 
has ruled that the new tariffs must be on file in Washington not 
later than June 1, 1933, and the additional service in The Daily 
rafic World and The Traffic Bulletin will begin at that time. 

The following statement was issued by the board April 26: 
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The Shipping Board today approved regulations prescribing the 
form and manner for filing of schedules required to be published, 
filed and posted under the intercoastal shipping act, 1933, recently 
enacted by Congress to stabilize rates in the United States inter- 
oastal trade. The law requires that from and after 90 days from 
its enactment, which was March 3, 1933, no person shall engage 
in transportation as a common carrier by water in intercoastal com- 
merce unless and until its schedules as provided have been properly 
fled and posted. Copies of the new regulations will be ‘mailed 
immediately by the board to all carriers whick are or may be amen- 
able to the regulations and the carriers are expected to promptly 
comply with the law to avoid the penalty provided therein. Copies 
of the regulations may be obtained from the offices of the Shipping 
Board in Washington upon request. Schedules must be on file in 
Washington not later than June 1, 1933. 
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The Regulations 


With the exception of appendices showing forms of power of 
attorney, of concurrence, of letter, of transmittal, and of appli- 
cation to make changes on less than 30 days’ notice, the regula- 
tions in Tariff Circular No. 2 follow: 
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Rule 1—Filing and Posting 
_ (a) Schedules may be filed directly by an officer of the carrier, or, 
if the carrier elects, through any other person authorized by it to 
file schedules by power of attorney. (For form of power of attorney 






ension 







1€ PYM see Appendix “A.”) The original power of attorney shall be filed 
it was with the Board and a duplicate thereof shall be furnished the person 
s cong (0 Whom authority is thereby given. In the upper left-hand corner 
built shall appear the symbol SB IA followed by the carrier’s power of 
attorney number. Such symbol and number of power of attorney 
shall also be shown in every schedule filéd thereunder. Powers of 
f the attorney shall be numbered consecutively, beginning with SB-IA No. 1. 
think Any revocation of a power of attorney given by a carrier shall be 
accomplished by filing with the Board Notice of Revocation. Such 
revocation shall not be effective earlier than the date Notice of Re- 

oastal me Vocation is filed with the Board. 
merce (b) Where a schedule applies from a point or points on the route 
> on of a carrier to a point or points on the route of another carrier 
#@ cach carrier participating in the through transportation, other than 
polis the carrier by whom the schedule is filed, shall file with the Board 


a concurrence, and a duplicate of such concurrence shall be fur- 
t on nished the carrier, or agent under power of attorney, filing the 
a Schedule. (For form of concurrence see Appendix ‘“B.’) In the 
vo upper left-hand corner shall appear the symbol SB-IC followed by 
the concurring carrier’s concurrence number. Such symbol and 
and number of concurrence shall also be shown in every schedule con- 
oo, thereby. Concurrences shall be numbered consecutively, 
oe with SB-IC No. 1. Any revocation of a concurrence given 
osed y a carrier shall be accomplished by filing with the Board Notice 
of Revocation and serving upon the carrier given the concurrence, 


. the or such carrier’s agent under power of attorney, a copy of such 
sally notice. A corresponding change shall be made in each schedule filed 
pally M and posted, and Notice of Revocation shall give at least sixty days’ 


Notice to the carrier or agent under power of attorney, served with 
sea fe COPY of-such notice. 
ical na. Two copies of each schedule shall be filed with the Board, 
that Mth Shall be delivered in person or forwarded by mail addressed to 
a wo Bureau of Regulation and Traffic, United States Shipping Board, 
that - Ashington, D. C., free from all charges or claims for postage. All 
pre- tr edules filed with the Board shall be accompanied by a letter of 
ar feemittal. (For form of letter of transmittal see Appendix ‘‘C’’.) 
: eee for the accompanying schedule is desired, the letter of 
for: nsmittal shall be sent in duplicate and one copy will be stamped 
and returned. 
am ke by An exact copy of each schedule filed with the Board shall be 
‘an vt posted in a public and conspicuous place at the carrier’s prin- 
on office at each loading port at or from which such schedule 
— in such manner that it shall be readily accessible to the 
ay pe 'c and can be conveniently inspected. Notice to this effect shall 
omecnted in a public and conspicuous place at every wharf, dock and 
f © where passengers or freight subject to the schedule are received 
or transportation. 
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(e) Schedules filed and posted shall show all the rates, fares, and 
charges for or in connection with transportation between intercoastal 
points on the carrier’s own route, and, if a thorough route has been 
established, all the rates, fares, and charges for or in connection 
with transportation between intercoastal points on its own route and 
points on the route of any other carrier by water; the classification 
of freight and of passenger accommodations in force; and shall state 
separately each terminal or other charge, privilege, or facility, granted 
or allowed, and any rules or regulations which in anywise change, 
affect, or determine any part or the aggregate of such aforesaid 
rates, fares, or charges, or the value of the service rendered to the 
passenger, consignor, or consignee.. 


Rule 2—Form and Style 


(a) All schedules shall be in book, pamphlet, or loose-leaf form, 
of size approximately 8 inches wide by 11 inches long, and shall be 
plainly printed on paper of durable quality, from type of size not 
smaller than 8-point (full face), except that 6-point (full face) type 
may be used for explanation of reference marks. Stereotype, mimeo- 
graph, planograph, or other similar durable process may be used pro- 
vided the schedules posted and filed are clear ‘and legible in all 
respects. No erasure or other alteration skall be made on any sched- 
ule. A margin of not less than five-eighths of an inch without any 
printing thereon shall be allowed at the binding edge of each schedule. 
No advertising matter shall be included in any sckedule. 

(b) Schedules in book or pamphlet form shall have each page 
thereof, except the title-page, numbered. 

(c) Schedules in loose-leaf form shall be printed on one side only, 
and each printed page shall be consecutively numbered, beginning 
with “original page 1” for the page following the original title-page. 

(d) Separate schedules shall be used for freight and passenger 
transportation. Schedules published, posted and filed under these 
regulations shall be separate and apart from any schedules which may 
be required to be filed and kept open to public inspection by Section 
18 of the Shipping Act, 1916. 


Rule 3—Composition 


Title-page—The title-page of every schedule shall show: 

(a) In the upper right-hand corner, in black-faced type, the 
symbol SB-I followed by the schedule number. Schedules shall be 
consecutively numbered, beginning (except in the case of supple- 
mental schedules—see Rule 4 (d) hereof) with SB-I No. 1, and shall 
specify the schedule or schedules, if any, thereby canceled; for ex- 
ample, “SB-I No. ...... , cancels SB-I No. A separate series 
of numbers shall be used for freight and passenger schedules, 

(b) Individual, firm, or corporate name of carrier or name of 
agent, filing under power of attorney. Carrier’s trade name may also 
be shown parenthetically. If the agent’s name is shown on the title- 
page the name of the carrier or carriers on behalf of whom the 
schedule is filed shall be shown in the body of the schedule. (See 
Rule 3 (i) hereof.) 

(c) The character of the schedule; for example, local, joint, or 
proportional class or commodity schedule; local, joint, or proportional 
passenger schedule; freight classification schedule; schedule of rules 
and regulations; schedule of terminal charges; etc. 

(d) The points or geographical territory from and to which the 
schedule applies, or, as in the case of a governing schedule which 
is separately published, posted and filed, a statement showing that 
it applies on traffic covered by schedules filed subject thereto. 

(e) A reference by name and SB-I number to any governing 
schedule which is separately published, posted and filed; for example: 

Governed, except as otherwise provided herein, by ...... Classi- 
fication, BB-i NO, ...--- , exceptions thereto SB-I No. 
lariat , and by rules ....... SB-I No. ......., and by supplements to 
and successive issues of said publications. 

(f) Date of issue and effective date, and notation of authority of 
the Board when filed and posted on less than 30 days’ notice. 

(g) The name, title, and address of the officer, or of the agent 
under power of attorney, by whom the schedule is filed. 

Body—The body of every schedule shall contain in approximately 
the order named: 

(h) A table of contents arranged in alphabetical order and the 
numbers of the pages where the subjects may be found to be specified. 
If a schedule contains less than 5 numbered pages, the table of con- 
tents may be omitted. 

(i) The individual, firm, or corporate name of each participating 
carrier. The SB-IA number of the power of attorney or SB-IC num- 
ber of concurrence shall be shown immediately following each car- 
rier’s name. 

(j) An alphabetical list under the name of each carrier of all 
points from which the schedule applies as to it, and a corresponding 
list of all points to which the schedule applies as to it, unless such 
points are so listed on the title-page, or, as in the case of a gov- 
erning schedule which is separately published, posted and filed, the 
title-page bears a statement showing that the schedule applies on 
traffic covered by schedules filed subject thereto. If a joint rate 
or fare is provided in the schedule, each through route shall be shown 
by specifying the transshipment or transfer point or points of each 
carrier, followed by the name of each connecting carrier from such 
transshipment or transfer point or points. 


(k) An alphabetical index of all articles upon which class rates 
are named therein, unless such index is contained in a governing 
schedule which is separately published, posted and filed, and a sep- 
arate alphabetical index of all articles upon which commodity rates 
are named therein, together with reference to each item (or page) 
where such article is shown. All of the entries relating to different 
kinds or species of the same commodity shall be grouped together; 
for example, all items of ‘‘Tobacco”’ and descriptive word or words 
following, as ‘‘Tobacco, plug,’’ ‘‘Tobacco, twist,’ ‘‘Tobacco, smok- 
ing,”’ etc. 

(1) An explanation of all reference marks and abbreviations used 
in the schedule. 

(m) Rules, regulations, privileges, or facilities not contained in 
governing schedules which are separately published, posted and filed; 
except that a special rule, regulation, privilege or facility applying to 
a particular rate, fare, or charge shall be shown on the page on which 
the rate, fare, or charge is named. 

(n) An explicit statement of the rates, fares, or charges shown 
in the schedule, in cents, or in dollars and cents, per person, per 
cubic foot, per hundred pounds, per barrel or other package, per ton 
of 2,000 pounds, or per ton of 2,240 pounds, or other unit or basis. 

(o) If in loose-leaf form, at the top of each numbered page the 
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name of the carrier, or of the agent filing under power of attorney, 
corresponding with the name appearing on the title-page of the 
schedule, and in the upper right-hand corner the page number and 
the SB-I number of the schedule. At the bottom of the page shall 
be shown the date of isue, the effective date, notation of authority of 
the Board when filed and posted on less than 30 days’ notice, and the 
name, title and address of the officer, or of the agent under power of 
attorney, by whom filed. 


Rule 4—Changes In, and Cancellation of, Schedules 


(a) Application for authority to change rates, fares, charges, clas- 
sifications, rules, or regulations upon less than the 30-day period 
specified in the statute shall be in form substantially as set forth in 
Appendix D hereof. Such application shall be filed with the Board 
in duplicate. 

(b) Any change in a schedule in book or pamphlet form shall be 
printed in a supplement thereto or reissue thereof. A supplement 
shall not itself be supplemented. A reissued or supplemental schedule 
shall indicate specifically the item which may be thereby changed. 
A changed item shall always be printed in its entirety, as changed. 
and the items in each reissue or supplement shall be arranged in the 
order of the changed schedule. 

(c) Except as hereinafter provided,* not more than one supple- 
ment shall be in effect at any time to any schedule of less than 
5 numbered pages. Except as hereinafter provided,* not more than 
two supplements to any schedule of 5 but not more than 16 num- 
bered pages, not more than three supplements to any schedule of 17 
but not more than 32 numbered pages, not more than four supple- 
ments to any schedule of 33 but not more than 100 numbered pages, 
not more than five supplements to any schedule of 101 but not more 
than 200 numbered pages, not more than six supplements to any 
schedule of 201 but not more than 300 numbered pages, and not 
more than seven supplements to any schedule over 300 numbered 
pages shall be in effect at any time. 


(d) Every supplemental schedule shall be numbered consecutively 
as a supplement to the schedule thereby changed. Each supplement, 
in addition to specifying the supplement or supplements, if any, there- 
by canceled, shall also designate the supplement or supplements in 
effect; for example, ‘“‘Supplement No. ...... to SB-I No. ...... , cancels 
Supplements Nos. and “Supplements Nos. and 

contain all changes from original schedule effective on date 
hereof.”’ 

(e) A supplement canceling a schedule in book or pamphlet form 
in its entirety may be issued even though the schedule at the 
time may have the full number of supplements permitted by Rule 
4 (c). Cancellation of a schedule also cancels all suppements to the 
schedue, if any, in effect. 


Loose-leaf Form 


(f) Any change in a loose-leaf form schedule shall, unless the 
schedule is reissued, be made by reprinting the page changed. The 
page as changed shall be designated as an Amended Page and shall 
specify the page thereby canceled; for example: “First Amended 
Page 1—Cancels Original Page 1,’ or ‘‘Second Amended Page 2— 
Cancels First Amended Page 2,’ etc. When an amended title-page 
is issued it shall be designated as such, for example, ‘‘F'iirst Amended 
Title-Page,’’ or ‘“‘Second Amended Title-Page,”’ etc. 

(g) If on account of expansion of matter on any page of a loose- 
leaf schedulue it becomes necessary to insert an additional page in 
order to take care of the expansion, the additional page shall be 
given the same number as the expanded page with a letter suffix; 
for example, “Original page 4-A,’’ “Original page 4-B,”’ ete. If it 
becomes necessary to change matter on the added page it shall be 
done by issuing an amended page, which shall provide for the can- 
cellation of the changed page; for example, ‘‘First Amended page 4-A 
—Cancels original page 4-A.” 

(h) Cancellation of a schedule in loose-leaf form in its entirety 
shall be accomplished by issuance of an amended title-page to such 
schedule. 

(i) When an amended page is issued which omits a rate, fare, 
charge, classification, rule or regulation theretofore published on the 
page which it cancels, and such rate, fare, charge, classification, 
rule or regulation is published on another page, the amended page 
shall make specific reference to the page on which the rate, fare, 
charge, classification, rule or regulation will be found. 


Rule 5—Rejected Schedules 


When a schedule or page of a loose-lIeaf scheduule is rejected it 
shall not thereafter be referred to as canceled or amended. The 
schedule issued in lieu of a rejected schedule shall bear the next 
consecutive number and the notation ‘In lieu of SB-I No. — oe 
“In lieu of Supplement No. ’”’ as the case may be, followed by 
the words “rejected by the United States Shipping Board.” The page 
issued in lieu of a rejected page of a loose-leaf schedule shall bear 
the same number as the page rejected and the notation ‘‘in lieu of 

Page NG. cscces , rejected by the United States Shipping Board.” 


Rule 6—Adoption of Schedules of Predecessor Companies 


(a) When a carrier is succeeded in business by another carrier, 
the successor carrier may accomplish the publication, posting and 
filing in its own name of effective schedules of its predecessor by pub- 
lishing, posting and filing of: 

1. An Adoption Notice, numbered in its SB-I series, the form of 
Adoption Notice in such cases being as follows: 

Adoption Notice SB-I No. ...... 

The (insert individual, firm, or corporate name of carrier) hereby 
adopts, ratifies, and makes its own, in every respect as if the same 
had been originally published, posted and filed by it, all schedules, 
notices, concurrences and powers of attorney filed with the United 
States Shipping Board by the (insert name of predecessor carrier) 
prior to : . ean 

(insert adopting carrier’s name) 


and 
2. A consecutively numbered supplement (or amended title-page in 


*Rule 4 (e), 6 (a). 


the case of a loose-leaf form schedule) to each of the sch 
covered by the Adoption Notice, reading as follows: edly 
Effective (insert date, name of predecessor carrier, or such 
rier’s agent under power of attorney, as case may be, and When 
freight or passenger) schedule SB-I No. ...... became the schedy," 
(insert name of adopting carrier) as per its Adoption Notice 


Such supplement shall contain no other matter and may 
without regard to the provisions of Rule 4 (c). , 

(b) A similar Adoption Notice and supplement (or amended tj 
page) may be filed by a receiver upon assuming control of a card 


Rule 7—Indication of Changes 


All changes in schedules published, posted and filed shali be indi 
cated by use of the following or other appropriate and distinets 
symbols: " 

(R) To denote reductions. 

(A) To denote advances. 

(X) To denote changes resulting in neither reductions no 
advances. . 

Explanation of such symbols shall be provided in the schedule 
which used, and these symbols shall not be used for any other Durpos. 


Rule 8—Withdrawal of Schedules 


The Board will not surrender or permit to be withdrawn an 
schedule filed with it. , 


WATER CARRIER AGREEMENTS 


The Shipping Board has approved the following agreement 
submitted under section 15 of the shipping act: 


be issue 


Transhipping Agreement—United States Pacific Coast to Ven. 
zuela and Dutch West Indies: 2110—McCormick Steamship Company 
with The Atlantic & Caribbean Steam Navigation Co.: This agres. 
ment provides for through billing arrangement covering shipments 
of general cargo from United States Pacific ports of call of Mc(Cor. 
mick Steamship Company to La Guayra, Puerto Cabello, Maracaiby 
Maracaibo Lake ports, and Coro, Venezuela, and Curacao, Aruba, ani 
Bonaire, Dutch West Indies, with transhipment at San Juan, Puerty 
Rico, This agreement is to cancel and supersede Agreement No. 173) 
between McCormick Steamship Company and The Atlantic & Carib. 
bean Steam Navigation Co., approved by the board January 20, 193) 

Through Passenger Transportation—Pacific Coast to Azores Js. 
ands and Portugal: 2290—Panama Pacific Line with National Steam 
Navigation Company, Ltd., of Greece: This agreement provides fo 
the through transportation of passengers from San Francisco and Is 
Angeles Harbor to Ponta Delgada, Azores Islands and Lisbon, Portu. 
gal, with interchange at New York. 

Intercoastal Passenger Conference Agreement: This agreement 
provides for cooperation in the fixing of reasonable rates, fares ani 
charges for transportation of passengers eastbound and _ westbouni 
between New York and California ports. The signatory lines agre 
to maintain the rates and charges set forth in their regular pub. 
lished tariffs and no change therein is to be made except by unaii- 
mous agreement of the lines. The agreement is to be effective from 
date of board approval until midnight June 2, 1933, without right of 
withdrawal by any party. Any other carrier engaged in transporta- 
tion of passengers in the trade may become a party to the agree 
ment upon the same conditions as the signatory lines. The carriers 
participating in the agreement are Dollar Steamship Lines, Inc., Ltd, 
Grace Line and Panama Pacific Line. 


Agreement Modified 


2252-1—The New York and Porto Rico Steamship Company with 
Compagnie Generale Transatlantique (French Line): This agreement 
requests board’s approval of modification of an agreement between 
The New York and Porto Rico Steamship Company and Compagnie 
Generale Transatlantique (French Line), approved by the_ Boari 
March 30, 1933, providing for througk shipments of citrus fruit from 
Puerto Rico to Havre with transhipment at New York. The modif- 
cation provides for the substitution of a through reduced rate per box 
on citrus fruit. 

Agreements Cancelled 


992-C—Williams Steamship Corporation with The Bull Steamship 
Line, Inc.: The agreement which is cancelled was approved by the 
Board October 9, 1929, and covered through shipments from Pacific 
Coast ports to Tampa and St. Petersburg, via Baltimore. Cancella- 
tion thereof is requested because the rates via this route are not 
competitive with those prevailing via Gulf ports. : 

2213-C—Standard Fruit and Steamship Company with Grace Line: 
Cancels an agreement approved by the Board March 3, 1933, (2213) 
covering through booking of passengers from New Orleans to las 
Angels or San Francisco, with interchange at Cristobal, Canal Zone. 
The reason stated for requesting cancellation of this agreement i 
that Standard Fruit and Steamskip Company is unable to particl- 
pate in the arrangement by reason of the fact that its vessels are 
not of American registry. 


SEATRAIN INVESTIGATION 


Examiner Boles held additional hearings in No. 25546, appli 
cation of the Missouri Pacific and the Texas & Pacific in the 
matter of the installation of a common carrier service by water 
other than through the Panama canal, and No. 25565, investige 
tion of Seatrain Lines, Inc., April 25 and 26, in which the record 
was completed on phases that had come up at prior hearings. 
Among the witnesses were Graham M. Brush, president of Sea 
train Lines, Inc., D. B. Green, of the Florida East Coast, William 
A. Lockyer, secretary of the Philadelphia Bourse, and William 
Simmons, vice-president and traffic manager of the Morgan Line. 

President Brush said that the advantages of governmelt 
loans in aid of ship construction were destroyed to a considerable 
extent by Shipping Board sales of ships at cheap prices, equaling 
two or three cents on a dollar of cost. Mr. Brush said that he 
would rather borrow money from someone other than the gov 
ernment, but that resort to the government had to be had be 
cause funds were not obtainable elsewhere and that until the 
Shipping Board quit selling ships for prices much below costs, 
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government would be the source from which money for ship- 
ane would have to come, Answering questions by George 
qt can y Muckley, attorney representing Southern Pacific interests, Mr. 
ced brush admitted that there were advantages in borrowing from 
Otice Sh he government as well as disadvantages, mail pay being one of 
ae advantages. ’ ; 

j, A. Lynch, general freight agent of the Texas & Pacific, 

dded to his earlier testimony as to possible competition between 
ye all-rail routes and Seatrain; also as to traffic handled by the 
Texas & Pacific in connection via the Morgan Line ships and al- 
eged restrictions on traffic via El Paso, Tex., and the Texas & 
Pacific. 
— question of the jurisdiction of the Commission over the 
pperations of Seatrain vessels was the phase in which the addi- 
ional testimony Was taken. Briefs on the subject are due to 
‘e filed June 5, Examiner Boles announced. Reply briefs will be 
be June 19, after which as soon as possible arguments will be 
jeard by the Commission. 
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PACIFIC COAST TERMINAL CHARGES 


The Shipping Board will investigate allegations made in a 
netition submitted by the Los Angeles Traffic Managers’ Confer- 
ence assailing as unlawful in violation of sections 16, 17 and 18 
of the shipping act an assembling and distributing charge of 30 
ents a ton of 2,000 pounds on foreign and offshore traffic at Los 
Angeles and Long Beach, Calif. Hearings will be held at Los 
angeles, Calif., the date not yet having been fixed. By resolu- 
tion adopted March 23, the board instituted a proceeding for the 
nurpose of determining the lawfulness of a similar charge on 
intercoastal cargo at Los Angeles and Long Beach which was 
attacked by the same organization that filed the present petition. 
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— TEXAS PORTS 


: Is). Total exports through the comparatively new port of 
des 1ugcorpus Christi last year were 188,490 tons, valued at $16,483,496. 
nd LofmThe imports totaled 2,715 tons, valued at $118,143. The coast- 


Portu-wise shipments totaled 80,217 tons, valued at $3,269,461. 

These figures, with those of other ports of Texas for 1932, 
have been compiled by the United States engineer’s office at 
Galveston. They show that Houston led all Texas ports with 
a total tonnage of 3,142,226 of exports, valued at $129,682,865, 
and imports totaling 182,181 tons, valued at $8,054,620. That 
port’s inbound coastwise shipments totaled 734,609 tons, valued 
at $61,418,787; outbound coastwise shipments, 7,639,908 tons, 
valued at $98,380,983. 

The second position was held by Galveston, which handled 
shipments totaling 3,221,602 tons, valued at $205,010,361, divided 
as follows: Imports, 228,304 tons, valued at $4,588,618; exports, 
1,780,400 tons, valued at $115,238,680; inbound coastwise ship- 
ments, 469,993 tons, valued at $44,804,276; outbound coastwise 

sn M@shipments, 742,905 tons, valued at $40,378,787. 

Bari Port Arthur handled 10,532,833 tons of merchandise, valued 
from (mt $165,946,791, divided as follows: Imports, 53,333 tons, valued 
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odif- Mat $174,484; exports, 1,775,597 tons, valued at $21,632,881; in- 
r bo bound coastwise shipments, 767,357 tons, valued at $11,399,447; 
<e coastwise shipments, 7,936,546 tons, valued at $82,- 
nshi aig 
y the The 12,632,682 tons of freight, valued at $115,546,526, moved 
—_ through Beaumont was divided as follows: Imports, 96,736 tons, 
a valued at $443,641; exports, 561,412 tons, valued at $7,764,332; 
fs inbound coastwise shipments, 178,904 tons, valued at $4,958,715; 


an ge, coastwise shipments, 11,795,630 tons, valued at $102,- 

Los — 

Zone. The port of Texas City handled 2,240,159 tons of freight, 

~¥ valued at $27,876,769, divided as follows: Imports, 9,807 tons, 

“are @ Valued at $267,741; exports, 114,853 tons, valued at $9,039,653; 
inbound coastwise shipments, 31,783 tons, valued at $352,748 
and outbound coastwise shipments, 2,083,716 tons, valued at 
$18,216,627, 

ppli- 


he ALIENS ON U. S. SHIPS 


iga- About 32 per cent of seamen below the grade of licensed 
ord officer employed on the American merchant marine are aliens, 
ngs. it is shown by statistics prepared by the Commerce Department’s 
$0 ureau of Navigation and Steamboat Inspection. 
‘am The statistics show that 127,500 native born American sea- 
= men were shipped and reshipped by shipping commissioners and 
ne. aecuore and deputy collector of customs on American mer- 
ent Chant vessels in the year ended June 30, 1932. In the same 
ble te 34,000 fully naturalized citizens and 76,500 aliens were 
ing Ipped and reshipped. 

Assistant Director A. J. Tyrer of the bureau points that 


he 
ov co figures do not indicate the number of seamen employed 
be- € year as they include the reshipment of the same seamen. 


But he said, however, that the figures gave a clear indication 
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of the percentage of aliens, naturalized citizens and native Amer- 
icans, respectively, employed in the merchant marine. 

According to the statistics, about 17,000 British subjects 
were shipped and reshipped in the year. Germans and Spaniards 
were second and third with about 1,100 seamen shipped and 
reshipped. Filipinos, Norwegian and South Americans were the 
next most numerous With less than 8,000 shipped and reshipped 
in the year. 


COMMERCE IN U. S. VESSELS 


In the first two months this year American vessels carried, 
by value, 40.4 per cent of the general imports and 36.1 per cent 
of the domestic exports of the United States in waterborne 
foreign commerce, according to the monthly summary of for- 
eign commerce issued by the Department of Commerce. The 
corresponding percentages for the first two months of 1932 
were 39.3 for imports and 30.8 for exports. For February the 
percentages were 39.6 for imports and 37.5 for exports as 
against 39.3 for imports and 32 for exports in February, 1932. 


INTERCOASTAL TRAFFIC 

In March the Atlantic-to-Pacific traffic in the United States 
intercoastal trade amounted to 115,451 tons, according to the 
Panama Canal Record. Tolls collected on the 51 ships transit- 
ing the Panama Canal, Atlantic to the Pacific, in the inter- 
coastal trade amounted to $275,065.58. In the reverse direction 
the cargo tonnage was 421,553, the transits, 56, and the toils 
$293,713.75. 


CONE ON OCEAN SHIPPING 


Without the aids for American shipping provided by the 
merchant marine acts of 1920 and 1928, American flag merchant 
ships would either be driven from the seas or returned to the 
government for operation at a cost to the taxpayer far in ex- 
cess of the present subsidies, said Admiral Cone, chairman 
of the Shipping Board, in an address April 28 at Pittsburgh, 
Pa., before the Twentieth National Foreign Trade Convention. 

“The foreigner’s cheaper ships and lower operating costs 
impose on the American shipowner who engages in foreign 
trade a competitive handicap that would absolutely prohibit 
our citizens from risking their capital in ventures of this 
sort were it not for the fact that Congress has wisely provided 
certain aids designed to lower the building and operating dif- 
ferentials and thus make American competition possible,” said 
he. c 

“Since our possession of a merchant marine in the foreign 
trade depends on the aids granted by Congress, the principal 
problem facing American shipping today is to secure the con- 
tinuance of those aids. No other problem is half so vital.” 

Discussing foreign opposition to our present policy of gov- 
ernment aids granted in the form of construction loans and 
for the carriage of the ocean mails, Admiral Cone said that 
when this. country was accused by foreign propagandists of 
launching superfluous tonnage it became high time to consult 
the official records and added: 


The records show tkat during the past ten years Great Britain, 
France, Italy, Japan, Germany, and the United States have built 
2,100 ocean-going ships, each of 2,000 gross tons or over, totaling 
14,000,000 gross tons. To this formidable number our own modest 
contribution has been less than 100 ships, of about 850,000 gross. tons. 
Great Britain heads the list, with nearly 1,400 ships of 8,500,000 tons, 
outranking us in number of ships by 14 to 1 and in tonnage by 10 to 1. 

In the same period the United States has led the world in break- 
ing up cargo ships of semi-obsolete types, while the total American- 
flag tonnage removed from registry during the past six months alone 
surpasses the scrapping activities of all other nations combined. 

The real shipping surplus exists in those countries which have 
built up their commercial fleets to a point in excess of their own re- 
quirements. 

The fact that our foreign competitors view the renaissance of the 
American merchant marine with so much solicitude is at once a trib- 
ute and a warning. It is a tribute to the giant strides we have made 
since the war. It is a warning that we must be alert to defend the 
strategic positicn we have already attained on the trade routes of the 
world. Our competitors will enter the fortrcoming world economic con- 
ference determined to launch a vigorous offensive against the Ameri- 
can merchant marine. For months the Shipping Board has been pre- 
paring the case for American shipping. 

Nearer home we encounter a more disquieting form of opposition 
to our present merchant marine policy. Some of our lawmakers—and 
a few persons not in public life—argue that the federal expenditures 
so essential to the support of American shipping constitute an un- 
necessary drain on tke public treasury. The efforts of the Adminis- 
tration to balance the federal budget—and I take it for granted that 
every patriotic citizen supports that laudable endeavor—are used as 
an argument in justification of proposals to re-examine and revamp 
the national shipping policy as laid down in the merchant marine acts 
of 1920 and 1928. 

In proposals of this sort there is grave danger of becoming ‘“‘penny 
wise and pound foolish.’’ One is tempted to believe that Americans 
who seek to do away with the present subventions fail to realize the 
magnitude of the work already accomplished, the great financial stake 
involved, and the obvious fact that the nation’s future welfare de- 
pends in great measure on its commercial strength at sea. 

They should be reminded that the United States, with a shoreline 
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of 15,000 miles, boasts more than 150 seaports which engage in foreign 
trade; that Federal, state, and municipal authorities Fave expended 
for seacoast harbor and channel improvements upwards of $600,000,000; 
that a survey recently completed for the Shipping Board by the army 
engineers shows that the value of American seaport water terminals, 
utilized wholly for foreign trade, is nearly $1,000,000,000; that our ship- 
yards alone represent an investment in excess of $100,000,000 and could 
not be replaced today at anything like that figure; and that the book 
value of our overseas merchant fleet has recently been estimated at 


$628,000,000. 

Are we to abandon these superb facilities, developed at so great 
an expenditure of time, thought, and money, and turn the entire in- 
dustry over to the foreigner? Are we to forego the $300,000,000 which 
in every normal year accrues to us in freight and passenger revenues 
through the operation of American skips? Are we to throw out of 
marine employment thousands of men, afloat and ashore? Are we to 
saddle American agriculture and industry with the handicap of in- 
creased ocean rates and occasionally disrupted service? Are we to 
entrust the development of our foreign markets to aliens? And finally, 
are we to leave the American navy without an adequate number of 
effective auxiliaries for use in time of national peril? 

While I yield to no man in a sincere desire to see every reasonable 
economy effected in governmental expenditures, I say to you gentle- 
men that unless we can honestly give affirmative answers to the 
questions I have just propounded, we skould dismiss as an unworthy 
pleasantry any suggestion that we abolish or curtail the aids granted 
by Congress in behalf of the American merchant marine. 

Among the truths which must be faced in this time of economic 
dislocation is that the old days when foreign ships monopolized our 
ocean carrying trade are gone, never to return. Overseas shipping 
may some day be rationalized on an international scale. Zones of in- 
fluence may be agreed upon; trades may be apportioned among the 
nations; rates and charges may be standardized. In these and other 
——e world shipping may eventually achieve a gratifying measure of 
stability. 

We can bring that day nearer by holding fast to what we have, 
with a view to further development of the fleet when prosperous 
times again return. Meanwhile the amount spent annually in subsi- 
dies—approximately $19,000,000 for the fiscal year 1932—should be 
looked upon as an insurance premium paid to protect the vast in- 
vestment which the American people have already made in American 
shipping and for the promotion of foreign trade. 


SERVICE TO PORTS 

Representative Buck, of California, has introduced H. R. 
5235, a bill to amend the shipping act of 1916 to make it unlaw- 
ful for any common carrier by water through the medium of 
steamship conferences to prevent or attempt to prevent any 
common carrier by water from extending service to any pub- 
licly owned terminal situated on any improvement project au- 
thorized by the Congress at the same rates which it charges for 
service at its nearest regular port of call. Similar bills have 
been introduced heretofore. 


DISCRIMINATION AGAINST U. S. SHIPS 


Senator Dill, chairman of the Senate interstate commerce 
committee, has introduced S. 1525, a bill to prevent discrimina- 
tion against American ships and ports by providing for assess- 
ment of a special tax or duty of 10 per cent on all articles im- 
ported into the United States through a country contiguous to 
the United States, from another country foreign to the United 
States and transshipped from said contiguous country to the 
United States. 


PROVIDENCE SHIP RATES 


Discontinuance of the proceeding in Docket No. 91 involving 
the attack of the City of Providence, R, I., and others, against 
intercoastal steamship lines on account of the arbitrary of 7% 
cents a hundred pounds assessed against Providence has been 
ordered by the Shipping Board. The parties to the proceeding 
settled the case and asked for dismissal of the complaint. (See 
Traffic World, April 22, p. 782.) 


KANAWHA RIVER IMPROVEMENT 


Improvement of the Kanawha River between Charleston, 
W. Va., and the mouth to afford a depth of nine feet with 
locks suitable for modern Ohio River barge navigation has 
been recommended in a report of Major General Brown, chief 
of engineers, U. S. army, transmitted to Congress by the Secre- 
tary of War. The estimated net cost of the project is $11,365,000. 


The report, which was made in compliance with con- 
gressional request therefor, stated that in 1930 1,300,000 tons 
of coal moved via the Kanawha and that it was estimated that 
the coal movement would increase by more than 1,000,000 tons 
if the river were adequately improved for modern barge navi- 
gation. The army engineers found that the project would be 
economically justified. 


AIR AND OCEAN MAIL CONTRACTS 


Modification or cancellation of air and ocean mail con- 
tracts could be effected by the President under proposed legis- 
lation suggested by L. W. Douglas, Director of the Bureau of 
the Budget, to the House committee on appropriations in con- 
nection with the consideration of the independent offices appro- 
priation bill. The proposed provision follows: 


Whenever it shall appear to the President that the interest of the 
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United States will best be served thereby, ke is hereby autho; 
his discretion, to modify or cancel any contract to whien the jj 
States is a party and which was executed prior to the date of 

ment of this act. Whenever the President shall modify or capo. 
contract, he shall determine just compensation therefor; ang 
amount thereof, so determined by the President, is unsatisfap, 
the individual, firm, or corporation entitled to receive the 
individual, firm, or corporation shal] be’ entitled to receive gy 

tion of the amount so determined by the President as the p 

shall approve and shall be entitled to sue the United States toy, 


such further sum as, added to the amount so paid, will make ; $y 


amount as will be just compensation therefor, in the manner ravi 
for by paragraph 20 of section 41 and section 250 of title 28 of 
United States Code. Any appropriation out of which payments 
the said contract were authorized to be made is hereby made ayaiy 
for the payment of such just compensation. 


IMPROVEMENT OF WATERWAYS 


Major General Lytle Brown, chief of engineers of the J 
army, in a report submitted to Congress, has stated that jn) 
opinion improvement of the Cumberland River, Kentucky 


ment, flood control and irrigation, or any combination the 
should not be undertaken at the present time, but that fyy 
improvement of the river below Nashville for navigation 4, 
is advisable to the extent of repairing existing dams A tof, 
raising them by movable crests at an estimated cost of $868; 
of which $632,000 is chargeable to maintenance and $236, im 
new work. 

Improvement of Sandusky Harbor, Ohio, by enlarging { 
turning basiin at an estimated cost of $407,500, has been req 
mended by General Brown. 


Tennessee, for navigation in connection with power deyg Vl 


U. S. BARGE LINE SALARIES 


Secretary of War Dern has transmitted to Congress , 
port from Major General T. Q. Ashburn, president of the 
land Waterways Corporation, the government barge line agen 
showing the list of officers and employes of the corporatig 
receiving compensation at the rate of $5,000 or more a yey 

The report shows that General Ashburn’s base pay 
$8,000; that his allowance for quarters and subsistence as maj 
general, U. S. army, is $1,700; that his allowance for inciden 
expenses as chairman of the board is $2,500, and that his to 
annual compensation is $12,200. The report shows salaris 
of other officers as follows: 


Clark C. Wren, Washington, D. C., administrative assistant to 
the president and general counsel $8, 
Guy Bartley, Washington, D. C., secretary treasurer... j 
J. P. Higgins, St. Louis, Mo., general traffic manager i 
. Chaffee, New Orleans, La., traffic manager................. 
. Ruddiman, Chicago, Ill., assistant general traffic manager.. 5, 
. Becker, New Orleans, La., assistant general traffic manager 5, 
. Esty, San Francisco, Calif., Pacific coast representative.... 
Powell, New Orleans, La., comptroller 
. Brodie, New Orleans, La., chief engineer 
. Lawton, New Orleans, La., general purckasing agent 
. Douglas, St. Louis, Mo., special representative (publicity).. 5 
R. Odell, St. Louis, Mo., operating manager 
. W. Morse, Minneapolis, Minn., operating manager 
G. E. Taylor, Mobile, Ala., operating manager 
Cc. E. Patton, Memphis, Tenn., superintendent of transportation.. 5, 
J. C. Goodsell, Minneapolis, Minn., general superintendent 


qmQsssnoane 


G. L. T. C. SHIPS START SAILINGS 


The Great Lakes Transit Corporation announces that its 
sailings will start at midnight, April 30. These sailings are il 
connection with the handling of freight between the Atlantic 
seaboard and eastern interior points and western territory, 
or reached through Lake Michigan or Lake Superior, as wel 
as between lake ports proper. The corporation this seas0l 
again will maintain express service of sailings every 48 hour 
between eastern and western lake ports. It is also announce 
that the savings in freight rates resulting from the routing at 
traffic via its steamships and rail connections has prompted ship 
pers to route to eastern and western lake ports a considerable 
volume of traffic which is being held pending the first steamée 
sailing, and which officials of the corporation expect to be the 
forerunner of a heavy eastbound and westbound business fo 
the season. : 

The refrigeration space in several of the Lake Superi0 
steamers of the corporation has been enlarged from time 
time to take care of dairy products from western and north 
western points to eastern markets via lake-and-rail. The Steamer 
F. W. Underwood, equipped with large hatches and cranés, 
capable of accommodating iron and steel, lumber and other a 
ticles of heavy weight and dimensions too great to be handled 
in ordinary package freighters, will be available on short notice, 
but special advance arrangements must be made for the move 
ment of traffic on this vessel, officials say. 


EXPRESS AIR SERVICE 
The largest single shipment of women’s wear ever sent by 
air express was delivered from New York to Chicago by United 
Air Lines recently. It was consigned to Marshall Field and 
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Only bridge across the Mississippi River between 
Memphis and the Gulf... . two miles in length 
..cost $7,000,000....dedicated May 20, 1930. 













oo Illinois Central System trains between the West 
i3 and Southeast, via the Vicksburg route gateway 


Ol —formerly ferried across the river—are speeded 
- Of . up through use of this bridge. 
mai : 
a This is typical of the progressiveness of the Illinois 
ay Central System in taking advantage of every facility 
for the better handling of its traffic. 
at ity 
ianti The map below shows the important location of 
“an the Vicksburg Bridge. 
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Company, and consisted of millinery, lingerie, dresses, suits, and 
coats. The store used advertisements, calling attention to the 
use of the airplane to rush the shipment from New York to 
Chicago in five hours. Sixty thousand letters were mailed to 
persons having accounts at the store, calling attention to the 
air express shipment, and the company also had model airplanes 
on display in the the store to call attention to it. 

Air express shipments have increased more than 100 per cent 
in number the first quarter of this year over the same period last 
year, says the air express division of the Railway Express 
Agency, which is the pick up and delivery system for various 
air line operators. With speeding up of the coast-to-coast sched- 
ules from twenty-seven hours to eighteen hours in May, it ex- 
pects additional business. The new New York-Chicago schedule 
is five hours, 

Under the new schedules put in by United Air Lines there 
will be overnight service from the Pacific Coast to Chicago, and 
Chicago to the Pacific Coast, and it will be possible to ship 
merchandise from New York in the evening and have it at as 
distant points as Denver and Salt Lake City shortly after the 
breakfast hour, 


PILOTS AND AIRCRAFT 


There were 18,457 pilots and 7,004 aircraft holding active 
Department of Commerce licenses on April 1, 1933, according 
to an announcement by Col. Clarence M,. Young, Assistant Sec- 
retary of Commerce for Aeronautics. These totals, taken from 
a study just completed by the Aeronautics Branch of the De- 
partment of Commerce, may be compared with those of April 
1, 1932, when there were 17,628 licensed pilots and 7,476 licensed 
aircraft. 

The total number of aircraft, licensed and unlicensed, of 
which the department had record on April 1, 1933, was 9,086, 
while this number on the same day of last year was 10,672. 
Unlicensed craft (bearing identification numbers only) totaled 
2,082 on the first of April, 1933. 

Among the 18,457 persons holding pilots’ licenses as of 
April 1, 1933, there were 7,053 of the transport grade, 1,158 
limited commercial, 26 industrial, 10,122 private, and 98 solo 
pilots. The licensed pilots included 599 women, whose licenses 
were divided as follows: Transport, 59; limited commercial, 
39; industrial, 1; private, 499, and autogiro, 1. 

Leading the states in number of aircraft, licensed and un- 
licensed, was California with 985. New York was second with 
946 and Pennsylvania third with 537. Considering licensed 
aircraft only, New York led with 850; California followed with 
824; and Pennsylvania was third with 459. The greatest num- 
ber of unlicensed aircraft was in California, where there were 
161; while Michigan had the next greatest number, 119; and 
Texas was third with 117. 

In number of licensed pilots, California led with 3,581; 
New York was second with 1,748 and Illinois third with 1,134. 


AIR TRAFFIC 


Passenger traffic on America’s schedule air transport lines 
increased 17 per cent in the opening months of 1933 compared 
with 1932 figures for the same period, according to statistics 
compiled by the Aeronautical Chamber of Commerce of America, 
Inc., and made public by Thomas A. Morgan, its president. 

“The most striking feature of the air transport traffic gains 
for 1933 is revealed in the 48 per cent increase in passenger 
miles flown,” said Mr. Morgan. “This is a definite indication 
that the public is using the scheduled air transport lines more 
extensively for travel over long distances than in any previous 
year in the history of air transportation. Constant improvement 
in the frequency, regularity, reliability and safety of the 
service is, without doubt, responsible for the increased patron- 
age. 
“During January and February of this year the air lines 
flew a total of 7,353,346 miles with 58,840 passengers, 1,066,547 
pounds of mail, and 214,013 pounds of express. Passenger-miles 
flown during the two-month period totaled 19,494,609, represent- 
ing an increase of 117 per cent over 1931 and 48 per cent more 
than 1932. Air express showed an increase of 73 per cent over 
1931 and 13 per cent more than 1932. Air mail poundage dropped 
21 per cent from 1932 figures, due chiefly to the 60 per cent 
rise in air mail postage rates and to a general reduction in 
all classes of mail.” 

Mr. Morgan pointed out that the scheduled air transport 
lines flew 89.7 per cent of their scheduled mileage in February, 
representing an improvement of 5 per cent in the regularity 
of the service this year as compared with 1932. He also called 
attention to the record of the Air Traffic Conference lines, 
which he said were continuing to build up their record for 
safe operations. The conference lines fly more than 95 per cent 
of the total mileage flown by air lines under the American 
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flag and have not suffered a single accident in 1933 whig 
sulted in passenger fatality. The. Air Traffic Conference , 
bracing all of the major air lines in America, includes in j 
membership American Airways, Inc., Eastern Air Trang), 
Inc., National Parks Airways, Inc., Pan American Airway 
Inc., Pennsylvania Airlines, Inc., Transcontinental and West, 
Air, Inc., United Air Lines, United States Airways, and wa 
ern Air Express. 

With the normal increase in service in March and Ap: 
the air transport lines are now flying about 1,000,000 mij, 
each week. 


REGULATION OF AIRCRAFT 


“Thirty-three states and territories require federal aircr, 
and airmen licenses for operations within their borders 
require federal licenses for commercial aircraft operations 
require either federal or state licenses, 3 require state license 
and 1 has no aeronautical legislation,’ says the aeronaitic 
branch of the Department of Commerce on the basis of late; 
information available to it. 

“A trend toward uniformity in state legislation may } 
seen in the fact that the number of states basing their leg, 
lation upon the federal licensing requirements has _ increase 
in the past four years. At the time of the National Confereng 
of Uniform Aeronautic Regulatory Laws held in Washingt, 
during December, 1930, at the invitation of the secretary 
commerce, the situation was as follows: Twenty-two stat, 
and territories required federal licenses; 12 required feder 
licenses for commercial operations; 6 required either feder 
or state licenses; 6 required state licenses and 6 had no legj 
lation in this field. 

“In a few cases, states have appointed inspectors to g 
amine candidates for state licenses, while in others the statg 
license is issued to any candidate who holds a federal license 
In only one or two instances, however, have states attempte/ 
to establish organizations for engineering inspection and flighi 
testing of aircraft. Such a procedure would entail considerabl 
expense, and state officials usually have felt that there was n 
necessity of duplicating the work of the federal government i 
making engineering tests. 

“Enforcement of state regulations is handled by the stat 
aeronautical inspectors in those states which have them. Othen 
have found that the state police force or constabulary ca 
handle aeronautic problems satisfactorily. The police officer 
are given instruction so that they will recognize low flying 
illegal acrobatics, and other offenses of aeronautic regulation 
and air traffic rules, and are instructed to make arrests whel 
necessary. The state law usually makes a violation of this 
type a misdemeanor punishable by fine or jail sentence, ani 
violators are tried in the state courts. 

“Several states own aircraft which are used in pursuit d 
regulatory tasks. At least one aerial police force has bee 
organized, its officers patrolling beats in aircraft for the purpox 
of watching for violations of aeronautic regulations and also fo 
other police and rescue work. 

“Aircraft accidents are investigated in some states. The 
federal government investigates all accidents to civil aircraft 
but some states either cooperate with the federal inspector 
or pursue independent investigations to determine whether there 
have been violations of state regulations. 

“Some variety exists in the details of administration ani 
enforcement in different states, as is indicated by the fore 
going. However, from the standpoint of the airman, the manitt 
of enforcement is not of so much consequence as the tenor 
the regulations themselves. He finds it difficult to comply witl 
one set of rules in one state and a different set in another be 
cause of the time and effort necessary to familiarize himself 
with various codes. Where states have modeled their legisla 
tion upon federal requirements and adopted the federal ait 
traffic rules this trouble is obviated. 

“The aeronautics branch has endeavored to keep itsell 
informed of new state aeronautic legislation. The informatio 
set forth in the compilation given hereafter represents the 
present knowledge of the branch in this respect, but it shoull 
be borne in mind that legislatures now in session may alter 
the laws, and that in some states aeronautical commissions 4l¢ 
empowered to make changes in regulations at any time. 

“Thirty-three states and territories require federal aircrail 
and airmen license for all operation. They are: Alabama (lav 
requires state license. Commission advises same will only b 
premised on federal license), Alaska, Arizona, California, Dela 
ware, Florida, Idaho, Illinois, Indiana, Iowa, Kansas, Kentucky, 
Louisiana, Michigan, Mississippi, Missouri (except solo plea* 
ure), Montana, New Jersey, New Mexico, New York, North 
Dakota, Ohio, Oklahoma, Pennsylvania, Rhode Island, South 
Carolina, South Dakota, Texas, Utah, Vermont, Washingtol, 
Wisconsin, Wyoming.” 
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N. Y. STORE-DOOR DELIVERY 


The New York Dock Railway, Bush Terminal Railroad Co., 
Brooklyn Eastern District Terminal and Jay Street Terminal, 
have asked the Commision to suspend Curlett’s I. C. C. No. 
A-395, published to become effective May 1, providing rules and 
regulations governing the collection and delivery service of 
freight, in carloads and less than carloads, in New York and 
the metropolitan district in New Jersey, for the Pennsylvania, 
the Long Island, and the New York & Long Branch railroads. 

The protesting terminal companies assert that the Commis- 
sion should suspend the Curlett tariff pending determination by 
the Supreme Court of the United States on a petition for cer- 
tiorari filed by the protestants to which the Pennsylvania is a 
respondent. In that application for a writ of certiorari the 
terminal roads asked the court to determine whether the Penn- 
sylvania had a right to institute the proposed service without 
first obtaining from the Commission certificates of convenience 
and necessity for the extensions of its line, as the protestants 
contend, by means of motor truck operation. The protestants, 
however, do not contend that the pendency of that court pro- 
ceeding is a principal ground: for suspension. They say that 
grounds for suspension exist wholly independent of the proceed- 
ing before the Supreme Court which are even more important 
from the point of view of the Commission’s own functions. 

In setting forth the more important grounds for suspension 
the protestants declare that the other carriers serving New York 
harbor obviously do not consider the collection and delivery 
service justified and will not establish it unless forced to do 
so by the competition of the Pennsylvania. The Commission, 
they say, should not force such competition upon the other 
New York carriers by permitting the protested Pennsylvania 
tariff to become effective at least until after suspension and 
investigation. 

Another point made by the protestants is that the tariff 
fails to disclose through what trucking agency or agencies the 
Pennsylvania and its subsidiaries intend to effect the so-called 
collection and delivery service and if through one or more 
trucking agencies what allowances will be paid therefor. 


“The protested tariff,” says the terminal lines, “is delib- 
erately evasive in failing to state whether or not the Pennsyl- 
vania proposes to effect such collection and delivery service by 
truck to and from its Jersey rail heads or merely to and from 
its New York station. Protestants are informed and believe 
that the Pennsylvania intends to truck to and from its Jersey 
rail heads with resulting opportunity by means of excessive 
allowances to enable its trucking agency or agencies to offer 
inducements to shippers and consignees for diversion of traffic.” 


Further, the terminals declare that the proposed service is 
neither necessary nor intended to meet truck competition, since 
it applies to and from all territory irrespective of the existence of 
any such competition. On the contrary, they declare, it is 
intended as a means of competitive extension into the territory 
of other carriers in the New York metropolitan district, includ- 
ing the territory of the protestants. The protestants further 
declare that the tariff by consequent diversion of traffic would 
result in seriously impairing their investment in their terminal 
properties and in greatly increasing their unit operating costs, 
particularly in the event the other New York carriers are com- 
pelled, through force of competitive conditions, to publish similar 
rates. 

In conclusion, the protestants submit that the Commission 
should not permit a single carrier to force upon the other car- 
riers a revolutionary change in terminal operation, not only 
there but in other terminals, without at least suspending and 
investigating the protested tariff, to determine, first, whether 
such revolutionary change is required in the public necessity, 
and second, even if required, whether it is proposed under law- 
ful, economical and proper conditions or will result merely in 
wasteful and destructive competition. 

The Brooklyn, N. Y., Chamber of Commerce has asked for 
the suspension of the Curlett tariff establishing store door deliv- 
ery by the Pennsylvania lines. It said that while it was not 
opposed to store door delivery it seemed evident that any type 
of operation of the character proposed would, if successful, draw 
business from certain Brooklyn facilities and result in a degener- 
ation of the service rendered by them. It said that it was obvi- 
ous that a respectable proportion of the freight handled in inter- 
state commerce must of necessity be delivered in the freight 
car because of the inherent characteristics of the merchandise 
which made it impracticable to handle in a store door delivery 
operation. The industries, therefore, which received freight in 
the car, the Brooklyn organization said, would suffer material 
injury. 

Answering the request of the New York Dock Railway and 
other terminal facility companies in the New York area, the 
Pennsylvania says that the tariff presented for the Commis- 
sion’s consideration discloses an effort to deal sensibly with a 
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difficult situation, considered many times without resy 
action, and presenting problems very difficult to solve jp 
absence of actual experience. Experiment, it say, shoulg be 
made and made promptly. Only in that way, it says, can. 
progress be made. This is not a time, it adds, when inertig 
should dominate the situation. 

The points made by the petitioners, the Pennsylvania sayp, 
are answered seriatim. In the face of the decisions of the 
district court and the circuit court of appeals, the answer gay. 
the Commission is not justified in suspending the tariffs becg 
the petitioners have recently asked for a writ of certiorari 
the Supreme Court of the United States. They asked for the 
writ on the question as to whether, in order to establish stop, 
door delivery, the Pennsylvania must first obtain a Certificate | 
of public convenience and necessity. The withdrawal of othe 
carriers from the protested tariff, the Pennsylvania says, fy. 
nishes no reason for the tariff’s suspension. Further, the com. 
pany says there is no occasion or propriety in incorporating 
in the tariffs a statement as to the agency to be used to ag) 
complish the service proposed or the compensation to be paid 
therefor. 

“The service will be a railroad service performed by the 
publishing carriers through such instrumentalities as they deem 
proper,” says the answer. “The compensation paid those who 
perform such service is not properly published in tariffs except 
when the service is performed by a consignor or consignee with 
respect to his own shipment, which is not the case here.” 

Further, the Pennsylvania said there was nothing evasive 
in the tariff as alleged by the terminal company. With regard 
to the sixth point made by the terminal companies that they 
would suffer damages when the tariff became effective the 
Pennsylvania said that that did not indicate the tariff was in 
any respect unlawful and furnished no basis for its suspension, 

In conclusion, the Pennsylvania said that store door receipt” 
and delivery of freight in New York had been talked about 
for a long time. Indeed, it added, the carriers had been chided 
by responsible representatives of the shippers for spending their 
time in regard to this matter rather in talk than in action, 
At last one railroad, it said, was willing to make the experi- 
ment and anxious to be permitted to do so, adding that “it 
is time for action.” : 

The Pennsylvania, answering the request of the Brooklyn 
Chamber of Commerce for suspension, said that that organiza- 
tion’s contentions were effectively answered in the answer the 
company had made to the protest of the New York Dock Rail 
way and others. 

Replying to the answer of the Pennsylvania to their request 
for suspension of the tariff proposing store door receipt and de 
livery, the New York Dock Railway and the terminals associated 
with it in opposition to the proposed service in part said: 


In its answer to the suspension petition of these protestants the 
Pennsylvania Railroad centers its position on an’ appeal that it be 
permitted to “‘experiment.’’ In effect it asks freedom of action to 
upset the competitive equilibrium in the most important commercial 
city in the world so as to observe all the consequences. But it makes 
no denial that at least these consequences may be predicted in ad- 
vance: its independent action, unless suspended, must force all other 
New York railways and terminal institutions to the adoption of re- 
taliatory and defensive offsets of one or more kinds with their in- 
evitable train of consequences like those which heretofore have at- 
tended every effort in New York when particular railroads have striven 
to enhance their competitive position by means of trucking arrange- 
ments, There would inevitably follow the reestablishment of numer- 
ous “off-track” stations, the same or other forms of store-door col- 
lection and delivery through numerous separate trucking companies 
hired by the railroads with intent and undoubted effect to become 
soliciting forces for the individual railroads, and a complete disturb- % 
ance of property values and traffic flows. 


IMPROVEMENT OF HIGHWAYS 


Representative Kelly, of Pennsylvania, has introduced H. R. 
5157, a bill to authorize an appropriation of $200,000,000 for 
expenditure in emergency construction on the federal aid high- 
way system, including elimination of grade crossings, in the fiscal 
year ending June 30, 1934; a similar amount for the same pur- 
poses in the fiscal year 1935, and $100,000,000 a year for sec- 
ondary highways in 1934 and 1935. 

Representative Almon, of Alabama, chairman of the House 
committee on roads, has introduced H. R. 5155, a bill to authorize 
federal highway aid appropriations of $100,000,000 a year each 
for the fiscal years 1934 and 1935. At present there is no au- 
thorization legislation for highway appropriations. 


MONTANA MOTOR REGULATION 


In Montana, according to advices received by John E, Bet- 
ton, general solicitor of the National Association of Railroad 
and Utilities Commissioners, the legislature added an amend- 
ment to the 1931 motor carrier act in that state limiting the 
size and weight of vehicles and of loads. 

“The 1931 act,” said Mr. Benton, “vested the Montana 
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commission with general regulatory power over all such car- 
riers, which, whether common, contract, or private, must obtain 
certificates of convenience and necessity and file indemnity 
bonds or policies of insurance for the protection of the public. 
Except as to private carriers, which are those engaged in de- 
livering merchandise or in transporting persons under private 
contract, regulation extends to fixing of specific rates, accounts, 
service, safety of operation, and all matters affecting the rela- 
tionship between carriers and the public. Interstate and in- 
ternational carriers are required to obtain permits, which are 
issued upon application accompanied by a filing fee and an 
indemnity bond or policy of insurance.” 


INDIANA TRACTION FARES CUT 


Slashing electric railway fares to a level unknown in Indi- 
ana for 15 years, John N. Shannahan, head of the Indiana Rail- 
road System, has announced a two-cent-a-mile fare for the one- 
way trip, one and one-half cents a mile for the round trip, and 
similar drastic reductions in all other tickets, effective April 
27. Cuts in fares will run as great as 44 per cent, in the case 
of the round trip tickets, according to the announcement. One- 
way fares have been cut one-third, while reductions in mileage 
and commutation tickets are commensurate. Ten-ride commu- 
tations will be offered at a price equivalent to 1.35 cents a 
mile. Regular 500-penny coupon books will go on sale at a 
sharp discount, 

“Indiana has not seen electric line fares as low as these 
since June 10, 1918,” Mr. Shannahan said. “We believe this 
reduction will keep the Indiana Railroad System in competition 
with the lowest priced forms of transportation, without affect- 
ing in the least the type and standard of interurban service. 
This is an experiment, and a costly experiment, to ascertain 
whether the people of Indiana wish to maintain the clean, rapid 
service afforded by our 600-mile system of electric railways. 
It will mean a drastic cut in our operating revenues, of course, 
unless patronage increases sufficiently to offset the lowered 
tariffs. It is our desire, because of our varied and affiliated 
interests in Indiana industry, to perpetuate the service of the 
traction system, and we are willing to speculate on the willing- 
ness of the people of the state to cooperate with us by using 
our facilities.” 


RAIL FUEL COSTS 


In the two months ended with February total cost of coal 
and fuel oil consumed by Class I railroads in locomotives in 
road train and yard switching services, exclusive of switching 
and terminal companies, was reported as $24,857,012 as against 
$30,841,850 for the corresponding period of 1932, according to 
the Bureau of Statistics of the Commission. For February the 
cost was $12,143,505 as against $14,987,024 in February, 1932. 


CONDITION OF EQUIPMENT 


Class I railroads on April 1 had 274,368 freight cars in need 
of repair or 13.2 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was an increase of 4,990 cars above the number in need 
of repair on’March 1, at which time there were 269,378 or 12.9 
per cent. Freight cars in need of heavy repairs on April 1 
totaled 198,983 or 9.6 per cent, an increase of 4,510 cars compared 
with the number in need of such repairs on March 1, while 
freight cars in need of light repairs totaled 75,385 or 3.6 per 
cent, an increase of 480 compared with March 1. 

Class I railroads of this country on April 1 had 10,545 loco- 
motives in need of classified repairs or 20.6 per cent of the 
number on line. This was an increase of 255 compared with 
the number in need of such repairs on March 1, at which time 
there were 10,290 locomotives in need of classified repairs or 
twenty per cent. Class I railroads on April 1 had 9,215 service- 
able locomotives in storage compared with 8,966 on March 1. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first three 
months of 1933 placed in service 577 new freight cars, according 
to the car service division of the American Railway Association. 
In the same period last year, 1,079 new freight cars were placed 
in service. The railroads on April 1 this year had 1,873 new 
freight cars on order compared with 2,974 on the same day last 
year. The railroads placed one locomotive in service in the 
first three months this year compared with three in the same 
period in 1932. New locomotives on order on April 1 this year 
totaled three compared with 36 on the same day last year. 
Freight cars and locomotives leased or otherwise acquired are 
not included in the above figures. 


RAIL PENSION BILL 


Senator Wagner, of New York, has introduced §. 1529, a 
bill to provide retirement insurance for railway employes. 
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Personal Notes 


H. E. Melzar, secretary and treasurer of the Hastern Ste 
ship Lines, Inc., has been elected a director of the com 
succeeding the late Capt. E. E. O’Donnell. No announcemey 
has been made as to the presidency of the company. 

W. R. Sobers, formerly in charge of the offices of the lt 
ternational Merchant Marine in Dallas and Houston, has , 
turned to New Orleans where he will serve as district Passenge, 
agent for the company under a reconsolidation of districts, ,, 
gent L. Guedry will assist him. 

T. Ryan, freight claim agent, Western Electric Compan 
Inc., Chicago, will be retired under the company’s pension ruley 
May 1. All claim matters will be handled by E. F. Smith, freigh 
traffic manager. 

The office of chairman of the board of the Boston ay 
Maine, held by Thomas Nelson Perkins, has been discontinueg 
Mr. Perkins will continue his active association with the maj 
as a director and as a member of the executive committe 
Roger Amory, Boston, and James Garfield, Boston, have beg 
elected directors to fill vacancies created by the resignation of 
Walter C. Baylies and of Roger Pierce. 

John Caskie Collet, Salisbury, Mo., has been appointej 
chairman of the Missouri Public Service Commission. As , 
member of the commission he succeeds Almon Ing, whose term 
has expired, and as chairman he succeeds Milton R, Stahl. Mr 
Collet is thirty-five years old and has been on the legal staff of 
the Missouri State Highway Commission for the last three years, 

The Aluminum Line announces the following changes a 
its New Orleans office effective May 1: F. A. Bodat, freight 
traffic manager, has been appointed passenger agent; M. A 
Ramsay, formerly with Freer and Blackman, Chicago, represen. 
tatives of the line, has been named freight traffic manager, ani 
H. B. Chandler has been appointed assistant general manager, 

At the annual meeting of the New York Customs Brokers’ 
Association April 20, George S. Young was elected president, 
succeeding Morris W. Burchard. Mr. Burchard, who has been a 
broker with R. S. Downing and Company, Inc., for forty-five 
years and is now secretary of the company, was endorsed by 
the association for appointment as comptroller of customs of the 
Port of New York. Other officers elected were Fred T. Kraemer, 
vice-president; Theodore B. Smith, secretary, and George F. 
Doherty, treasurer. Directors elected included Mr. Burchard, 
Carl W. Stern, A. J. Dunlap, W. G. Kammerer, and Max Taub. 

W. C. Otten, export and import agent for the Erie Railroad, 
at New York, has taken over the duties of coastwise agent in 
addition to his present duties and will handle coastwise and 
intercoastal business as well as exports and imports. 

C. A. Stoeber, formerly city freight agent for the Erie 
Railroad at New York, has been transferred to Newark, N. J, 
as general agent. He is succeeded as city freight agent by R. 
A. Miller, 

Appointment of Y. Nagaoka as manager of the freight de 
partment of the M. B. K. Line (Mitsui and Company, Ltd.), at 
Seattle, effective May 1, is announced. Mr. Nagaoka succeeds T. 
Konishi, who has been transferred to the main offices of the 
line at Kobe. 

H. C. Byrd has been appointed district freight agent of the 
Gulf Pacific Line, with headquarters at Houston, and Neal M. 
Leach, Jr., has been promoted to the position of general agent 
in the Houston office. 


Doings of the Traffic Clubs 


The Women’s Traffic Club of Chicago will hold a meeting 
in the rooms of the Traffic Club of Chicago May 1. T. T. Hark 
rader, director of traffic, American Tobacco Company, NeW 
York, will speak on “What Women Can Get Out of Traffic.” A 
talk will also be made by Major E. S. J. Irvine, of the transporta- 
tion division, A Century of Progress. 


“Warehousemen’s Day” was observed by the Traffic Club of 
Dallas at the Adolphus Hotel, April 24. Officers and members 
of the Texas-Southwest Warehouse and Transfermen’s Associa- 
tion were guests. S. J. Beauchamp, Jr., president of the Asso 
ciation, was the speaker. 


A “Foreign Trade Night” meeting will be held by the 
Pacific Traffic Association at the Palace Hotel, San Francisco, 
May 9. The twelfth annual picnic of the club has been set for 


pril 28 


i 





Vigo 
4, , Y, 


wy 
y 


Yt. 4 Yiuf4 4,7 


2S 
WWE 
» > 


ses 


> 


“Sy 
= 
SAAgygy 


SS 
Ss 
SS 
~ 


WH, 


RS 


eS 

>» 
ww 
XN 
» 
eS 


re 
“ 


Sos 
NS 


ee 
S 
ees 


a 
SX 
= 


geass 
> 


SS 


. 


RS 
Hg, 


: 
\ 
re 


SHy 
Ser 
~ 
gags 


SS 
X 
as 
ne 


ge 
> 
= 
ges 


> 
> 
oss 
ss 
s 
§ 


ass 
SYN 
>. > 
ges 
SJ 
yap 
oy 
~ 
sw 
eS 


we 
XS 


~ 
SO 
~~ 


Ss 


-_ 
SS 


wo 8S 
S 
es 
SS 


S&S 


see 


4 
Uithe 


Wig Wir? 
YW salle Gb. 
Vas Gytlr 


4 


re 4 

ttl" 4 , ; 4% “ ’ 

A lin * bey Wp fs % Unie we te 

Mi ytlle Mt ae “hr 2% tt. MLL, 4 
ise g bet oe (ite Loins 


pA: 
tye wi yw. 
+ we 4 wet! | wet a 
yn Ce . gy fe ote wt » , 
” _ ¢ * Ut 
4 fe 
na yell, 


Wht 


wt wie * 
thlte yw 4 : 
tt we . A 
y ‘ 
ie ow pW, 
‘ a4 in = Cote ee “a 
; a lth ite 


rot neat Ge ttt e Up. tte 
GtTtls 4 04 yee : . 
notte? if * vi tte ao, 
ow 4 of . / 
ttt “ 70 
tt tt wie Rie 
as WC yp. . Ve, 9 09%, fe F 
We ees, “et 
sophe 00% “ He 


ed 
I 44% ett 
A hh Z Ugh? yee 
yt wae fl? ¥ yest 

Clee y, , “het, 

we yiit, 
4 7 

it tint 

M 


004 
































PAGE 850 





May 28 at the Linda Vista Picnic Paradise. 


A baseball game 
and other sports are on the program. . 





The Traffic Club of Brooklyn gave a dinner dance, April 29. 





The Cincinnati Traffic Club is planning a trip to A Century 
of Progress, Chicago, August 3 to 7. 





Alex M. Field, traffic manager of the Wrought Iron Range 
Company, has been elected president of the Traffic Club of St. 
Louis. Other officers are: J. R. Hundley, F. P. Zimmerman, R. 
C. Trovilion, D. A. Noonan and W. C. Bergmann, vice-presi- 
dents; Sherman E. Wilson, secretary, and A. H. Killinger, sec- 
retary. Charles W. Wheeler, the retiring president, has been 
elected a member of the board of directors, with James J. Hoban, 
F. J. Lawler, A. J. Koke and Ben Gutman. 





C. E. Denney, president of the Erie Railroad, was the 
speaker at the annual dinner of the Capitol District Traffic 
Association, Albany, N. Y., April 18. He discussed regulation 
of trucks and railroads. The following officers were inducted 
into office: President, Arthur F. Hyland, traffic manager, F. W. 
Woolworth Company; chairman of the board, F. E. McGrath, 
division freight agent, New York Central; vice-presidents, James 
A. Flood, division freight agent, Pennsylvania; J. M. Roos, Con- 
solidated Car Company; J. M. O’Donnell, traveling freight agent, 
Delaware & Hudson; board, E. P. Vandeloo, traveling freight 
agent, Erie; E. C. Otis, division freight agent, B. & M.; J. J. 
Bryan, C. T. A., state of New York; W. P. Hofman, traveling 
freight agent, New York Central; J. J. Harvey, traffic manager, 
New York Power & Light Corporation; J. E. Hanrahan, traffic 
manager, Albany Port Commission; H. F. Alvin, traffic manager, 
Montgomery Ward & Company; Malcolm DuBois, traveling 
freight agent, Pennsylvania; James Morrison, manager, George 
F. Taylor Coal Company. 





“Northwestern Lumbermen’s Day” was observed by the 
Traffic Club of Minneapolis at the Nicollet Hotel, April 27. A 
short talk was made by O. C. Lance, executive secretary, North- 
western Lumbermen’s Association, and pictures and exhibits of 
home remodeling and construction were displayed. There was 
special music and other entertainment. A bridge party will be 
given May 1. 





The Harbor Traffic Club held a joint meeting with the Wil- 
mington Exchange Club at the Wilmington Club, April 2%. 
Charles W. Paddock, of the Long Beach Press-Telegram, was 
the speaker. His subject was “Reminiscences of a Track Star.” 
Dinner was served and there was a program of entertainment. 





About two hundred members and their friends attended the 
first “Old-Fashioned Beefsteak Dinner” of the Traffic Club of 
Newark at Engineer’s Hall, April 20. There was a program of 
boxing and other entertainment, presented under the direction 
of William J. Nicoll. 





The third annual] dinner of the Traffic and Transportation 
Club of Philadelphia is scheduled for May 18 at the Downtown 
Club. Speakers will be Kermit Roosevelt, president Roosevelt 
Steamship Company; R. J. Baker, secretary and treasurer, Amer- 
ican Steamship Owners’ Association, and A. E. McKinnon, direc- 
tor, American Steamship Owners’ Association. Alfred J. Ball, 
general foreign freight agent, Pennsylvania, will be toastmaster. 





The bi-monthly meeting of the Traffic Club of Cleveland was 
held at the Cleveland Athletic Club, April 21, with an attendance 
of three hundred members and guests. A program of ten box- 
ing bouts provided entertainment. 





Pi Alpha Epsilon, traffic fraternity of Temple University, 
held a meeting at the Hotel Walton, Philadelphia, April 25. 
New members were initiated and a film, “Development of the 
Autogyro,” was shown. 





At the eighteenth annual meeting of the Denver Com- 
mercial Traffic Club at the Chamber of Commerce Building 
April 19 the following officers were elected: President, W. O. 
Richardson, Blaney-Murphy Company; vice-president, E. F. 
O’Shea, Merchants’ Biscuit Company; secretary-treasurer, C. E. 
Berg, Denver Chamber of Commerce; directors, E. E. Anderson, 
Montgomery Ward and Company; A. M. Burroughs, Weicker 
Transfer and Storage Company; L. B. Fitzgerald, Colorado 
Milling and Elevator Company. 





The monthly meeting of the Traffic Club of New York was 
held in the Park Central Hotel April 25 with C. H. Tregenza, 
vice-president—traffic, Seaboard-Great Lakes Corporation and 
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Atlantic Lighterage Corporation, as the speaker. 
was “Linking the Great Lakes With the World.” 
club rooms preceded the meeting. 


His subjes 
Dinner jp the 





At the luncheon of the Transportation Club of g¢. Pau 
at the Hotel Lowry April 25 L. G. Scherer, director of the Con. 
tinental Commission on Technocracy, New York, and €Xecutiye 
director of the American Council of Technocracy, Los Angeles 
spoke on “The Basis of America’s New Economic System.” Spe 
cial entertainment was provided. 





Sixty members and sixty-five guests participated in the 
spring golf tournament of the Traffic Club of New Orleans Apyi 
20. Prize winners included Sam Bass, H. M. Moore, A. H. Start, 
B. L. Early, and F. A. Godat. 





The Columbus Transportation Club held its annual dinng 
April 20 in the Neil House. The following officers were electej: 
M. G. O’Shaughnessy, traffic manager, Ford Motor Company 
president; L. H. Mussman, division freight agent, Big Four, vice. 
president; George P. Dolle, traveling freight agent, Pennsyl. 
vania, secretary; D. W. Jones, city freight agent, Big Four, 
treasurer; board, G. A. Sargent, division freight agent, Pepp. 
sylvania; N. S. Worrell, assistant traffic manager, Americay 
Zinc Oxide Company; E. C. Miller, traffic manager, Central Ohiy 
Paper Company; J. H. Stinson, traffic manager, Seagrave (or. 
poration. 





A program of golf tournaments, with a championship cy 
at stake, has been arranged by the Miami Valley Traffic Club, 
Outings are to be held April 20 at the Moraine Park Country 
Club, Dayton; May 18, Xenia Country Club, Xenia; June 22, But. 
ler County Country Club, Hamilton; July 27, Springfield Country 
Club, Springfield; and the final outing on August 24, at the 
Miami Valley Golf Club, Dayton. J. H. Norwood, division freight 
agent, New York Central, Dayton, is chairman of the golf con- 
mittee. The annual summer outing of the club is to be held 
June 1 at Ebbers Grove. Arrangements are in the hands ofa 
committee of which B. E. Olsen is chairman. At a meeting of 
the governing board April 6, delegates and alternates were 
selected to attend the meeting of the Associated Traffic Clubs 
of America to be held in Peoria, Ill., June 6 and 7. They are: 
President, R. L. Galleher, general freight agent, B. & O., Cin- 
cinnati; J. H. Norwood, division freight agent, New York Cen- 
tral, Dayton; B. E. Olsen, traffic manager, McCall Company, 
Dayton, and H. S. Malone, traffic manager, Delco Products Cor- 
poration, Dayton. As alternates the club named F. J. Kator, 
traffic manager, G. H. Mead Corporation, Dayton; C. W. Bates, 
traffic manager, Raymond Bag Co., Middletown; Robert Mc- 
Dowell, general agent, Southern Pacific, Cincinnati, and J. C. 
Boyer, general agent, C. B. & Q., Cincinnati. 





A talking picture, “The History of Chocolate,’’ will be shown 
at a luncheon of the Traffic Club of Baltimore at the Emerson 
Hotel May 2. A “forum” meeting will be held at the Lord Bal- 
timore Hotel May 8. Four papers dealing with railroad consoli- 
dation will be presented, followed by general discussion. J. A. 
Hogan, Norton, Lilly and Company, will present “The Carriers’ 
Four System Plan;” H. F. Sheeley, Moore and McCormack, Inc, 
“The I. C. C. Five System Plan;” H. C. Crueger, Norfolk and 
Western, “The Ripley Plan (Twenty-one Roads)”, and C. A. 
Guenther, Jacobs Transfer Company, “The Administration’s 
Plan.” The club has appointed its delegates to the Peoria mett- 
ing of the Associated Traffic Clubs of America. They are N. R. 
Keeling, division freight agent, Southern Railway, and Ira B. 
Yeakel, division freight agent, Pennsylvania. 





The annual golf tournament of the Birmingham Traffic and 
Transportation Club will be held at the Mountain Brook Country 
Club May 10. It will be a blind bogey tournament with prizes 
for the winners. A bridge party for the ladies will be given at 
the club the same day. 





J. D. Rooney, general manager of the Port Utilities Com- 
mission of Charleston, S. C., will address the Traffic Club of 
Atlanta at a meeting at the Ansley Hotel May 1. His subject 
kill be “Our Times and The Port of Charleston.” Banking and 
industrial interests of the city have been invited to meet with 
the club. 





The weekly luncheon of the Traffic Club of St. Louis will 
be held at the Jefferson Hotel May 1. 





A symposium on transportation topics featured the monthly 
dinner meeting of the Traffic Club of the Manufacturers’ Ass0- 
ciation, Lancaster, Pa., which was held in the auditorium of 
the Y. W. C. A. April 24. Votes polled on the symposium indi- 
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You will find the P. & P. U. Railway rendering extremely 
eficient service and cooperation to shippers who appreciate 
rapid transit of their merchandise. 

Peoria is also a rate breaking point which gives it con- 
siderable advantage over other cities in the mid-west in the 
matter of freight rates. 
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Route your 


Bills of Lading 


via P. & P.U. and 


Peoria, Illinois 


SWITCHING SERVICE BETWEEN THESE SIXTEEN CARRIERS: 


Minneapolis & St. Louis Railroad Company 


Peoria and Pekin Union Railway Company Chicago, Rock Island & Pacific Railway Company 
R. Cleveland, Cincinnati, Chicago & St. Louis Rail- now Same — & St. L. R. R. Co. (L. E. 
- Dist.) 


Alton R. 

Atchison, Topeka & Santa Fe Railway Company way Company 

Chicago & Northwestern Railway Co. Illinois Central Railroad Company 
Chicago, Burlington & Quincy Railroad Co. Illinois Terminal R. R. System 
Chicago and Illinois Midland Ry. Inland Waterways Corporation 


Pennsylvania Railroad 
Peoria Terminal Company 
Toledo, Peoria & Western Railroad 


PEORIA AND PEKIN UNION RAILWAY 


Inquiries Solicited, Address E. F. STOCK, Traffic Manager, Union Station, Peoria, Iflinois 


The Personal Service of Experts Is Available 
to YOU Through 


THE HOUSTON PORT BUREAU 


A Unique Organization, which 
has been of inestimable benefit 
to shippers in the last three 


years. 


THERE IS NO DIRECT SOLICITATION 


You may feel free to call in any mem- 
ber of the Port Bureau on any problem, 
without obligation; since there will be 
no high-pressure solicitation to em- 


barrass you. 


PORT BUREAU 
REPRESENTATIVES 
HOUSTON 


J.RUSSELL WAIT H.S.CRAWFORD 


Manager Asst. 


E. W. BOLDT J.C. MAYFIELD 
1232 Board of Trade Bldg. Room 1600—10 East 40th St. 
KANSAS CITY NEW YORK CITY 
Victory 4724 Ashland 4-6024 


THE BUREAU, HOWEVER, CAN and DOES 


Make important economic surveys, carry 
on extensive research into production, 
transportation and marketing possibilities, 
and investigate the physical handling of 
commodities requiring special facilities. 
Its findings are usually of great value to 
shippers, producers, etc., who are not in a 
position to carry on such work themselves. 
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If You Can’t Attend 


the Hearings 
In Docket No. 26000 


Let THE DAILY TRAFFIC WORLD 
bring you the day-to-day record of 


the witnesses and their testimony. 


From Commissioner Aitchison’s remarks last Monday it 
looks as if the hearings will last at least a month, if not 
longer. Shippers alone have asked for allotments of time 
amounting to more than thirty working days, without any 
allowance for cross-examination. 


The daily papers pay little attention to the actual pro- 
ceedings, outside of what is of general news interest; 
yet they are so important that you should not have to 
wait a week between the reliable reports in your copies 
of the weekly TRAFFIC WORLD. 


THE DAILY TRAFFIC WORLD has been maintaining its 
enviable record as the one complete transportation jour- 
nal, by printing accurate reports of each day’s hearings 
and placing them on the desks of its subscribers FIRST. 


This case is of such great importance, and accurate re- 
ports of each development are so essential, that you owe 
it to yourself and to your organization to share in the 
benefits of this unequaled news service. 


Arrangements have been made to enter one-month sub- 
scriptions, to be extended from month to month until the 
decision is rendered. Subscribers will be entitled to call 
on our Special Service Department in Washington for 
any special advices or supplemental information they may 
need. 


You will also receive daily the lists of new tariffs filed 
with the Commission, the dockets of the rate committees, 
sixth section applications and permissions, the decisions 
and proposed reports of the Commission—all of the in- 
formation contained in the weekly editions of THE 
TRAFFIC WORLD and THE TRAFFIC BULLETIN. You 
will be in day-to-day touch with the administration’s plan 
for the reorganization of the transportation agencies. 


To enter your subscription on this convenient monthly 
plan, simply wire us collect to start sending you the daily 
reports at once. The bill for $15.00 (one month’s subscrip- 
tion) will be mailed to you at the beginning of each 
month, and its return to us without payment will be suf- 
ficient notice to discontinue service when you wish to do so. 


Write or wire collect to 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


418 South Market St. Chicago 
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cated a majority in favor of the following: A general redygi 

in freight rates, regulation of all forms of transportatioy for 
hire, permission for the railroads to own and operate highwa 
lines, appointment of a director general of railroads, buildip 

the Panama Canal, that the industrial future of Lancaster Coun 
is dependent to a major extent on the cost of transportatigy 
A majority vote was cast in opposition to the following: Builg. 
ing of the St. Lawrence deep seaway, repealing the long 

short haul clause of the act to regulate commerce, authorizing 
the railroads to continue borrowing from the R. F. C. to 

interest on bonded indebtedness, government ownership of the 
railroads. Plans for election of officers and the annual meeting 
in May were discussed. Messrs. J. J. Eshelman, J. J. McGeary 
L. B. Herr, G. L., Machen, and S. R. Small were named as, 
nominating committee. E. G. Siedle, president of the cly 
presided. 


In an announcement of names of vice-chairmen of an oy. 
of-town committee on attendance for the Peoria convention 
the Associated Traffic Clubs of America in this column last wee 
an error was made in the initials and connection of T. J. Shea, 
who is assistant general freight agent, Great Northern, g 
Chicago. 


Questions and Answers 


N this column will be answered questions of both legal and practical 
I mature that confront persons dealing with traffic. A specialist on inter. 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl. 
edge will answer questions a practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. Ifa 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Tariff Interpretation—Minimum Weight—Car of Greater Height 
Than Ordered Furnished by Carrier 


Ohio.—Question: If a car is furnished with a greater height, 
but of the same length as ordered, is the shipper required to 
base weight on the height of car that is furnished? 

This shipment is covered by Agent B. T. Jones’ Tariff No. 
15-Q, I. C. C. No. 2299, Item 815. In this item you are referred 
to Note No. 50, page 98, covering various lengths and heights 
of car. 

The car in question was loaded according to space for 
height of car ordered. Which height will govern the weight 
of car, as we cannot load the minimum weight required for 
the smaller, in either car? 

Answer: Note 50, of Agent B. T. Jones’ Tariff I. C. C. 2299, 
referred to in Item 815, provides for varying minimums based 
on cars of different lengths and heights. For instance, the 
note provides for three minimums on cars over 39 ft. 6 in. 
to and including 40 ft. 6 in., namely, a minimum of 17,920 
pounds on cars under 8 ft. 6 in. in height; 20,000 pounds on 
cars 8 ft. 6 in. and not over 9 ft. in height, and 21,600 pounds 
on cars over 9 ft. in height. 

Your inquiry, as we understand it, is what minimum weight 
should be applied where the shipper orders, say a car of 40 ft. 
in length and not over 9 ft. in height, and a car of 40 ft. in 
length and over 9 ft. in height is furnished. That is, whether 
a minimum weight of 20,000 pounds or a minimum weight of 
21,600 pounds is applicable. 

The Commission has held that a carload minimum weight 
varying with the length of the car specified in a published 
tariff, constitutes a definite offer to the shipping public to 
move the commodity on these terms; that when a shipper has 
ordered a car of a certain length the Commission will not sanc- 
tion the imposition of additional charges on a shipment which 
could have been loaded into such a car when the carrier, for 
its own convenience, furnishes a longer car. This same pril- 
ciple, in our opinion, is applicable where varying minimums, 
depending upon the length and height of the car ordered, are 
provided for. 

In the event of there being no provision in a tariff pub 
lishing minimums based on varying heights of cars, calling for 
the protection of the minimum weight applicable to the size and 
height of car ordered by the shipper, the Commission would, if 
its decision in Kay & Carter Lumber Co. vs. M. I. Ry. Co., 14 
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3 NEW ELECTRIC LINERS 


ALL 33,000 TONS IN SIZE i 3 DA y S 


S.S. CALIFORNIA S.S. VIRGINIA 
S. S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
AND San Diego (Westbound)-Los Angeles-San Francisco. 






Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 

















aN out = 
tion , . ‘ Regular fortnightly sailings. 18 Days Coast-to-Coast in 
t week Cuba, Jamaica, Panama, Colombia, Costa Rica, either direction. Thoroughly modern freight facilities 
- Shea, Guatemala, Honduras, British Honduras, and refrigerated storage. Luxurious Passenger accom- 
Tn, at Mexico, Ni Salvador. modations. Special garage decks for carryin 
' _ eile automobiles uncrated as baggage. . 
Weekly service with transshipment at Cristobal (Can pone 
a Zone) to West Coast Ports of Central America, South “ even Sailing Dates 
America and Mexico at differential rates. Through po Ni ng PT. A 
bills of lading to all points. Virginia . . . May 13;June 24 Pennsylvania. May 6; June 17 
Pennsylvania. May 27; July 8 California . . May 20;July 1 
ractical Shipments to El Salvador handled expedi- California . . June 10;July 22 Virginia ...June 3; July 15 
non tiously via Puerto Barrios, Guatemala and the and fortnightly thereafter , 
erstat International Railways of Central America. from Los Angeles 2nd day following 
nowl- . 
“Bee For Rates and Other Information Address: ta n ga m a fa Cc ifie fii 
fea FREIGHT TRAFFIC DEPARTMENT ‘atk ones One Life 
. If 
er for sie — “ag eens pnp ntbed “ INTERNATIONAL MERCANTILE MARINE COMPANY 
arge, ° . ° 
stion San Franelsco, Call. Chicage, IH. (West 2310 St.) Tel, CHlelses $-8760 1 Brondway, Now York City 
Long Wharf, 321 St. Charles St., Chicago, 216 N Michigan Ave. Tel. Digby 4-5800 
aap lna lt atoarna Sy 
oi General Offices: One Federal Street, Boston, Mass. con Seatian = — a Bldg. = —, By aa St. 
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GREAT LAKES TRANSIT 
CORPORATION 


223 Erie Street BUFFALO, N. Y. 


Ship your freight via Great Lakes Transit Corporation and have it move on 
scheduled sailings. Rates all-water and lake-and-rail between Eastern and 
Western points, including the Atlantic Seaboard and the Pacific Coast, reflect 
substantial savings under all-rail. 

PROPOSED SAILINGS FOR MAY, 1933 
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ONE LINE ALL THE WAY—ON TIME 


Consider, if you please, the 
fresh fruit and vegetables 
you enjoyed in the last 
six months. 


21924 cars of them moved eastward from 
California and Arizona by the Santa Fe since 
October 1. Shipments of that kind, naturally, 
demand everything that you need in the way of 
service on your own shipments—speed, care, 
minimum handling. The Santa Fe gets a great part 
of the movements from these states. 


Your shipments, moving to your Southwestern and 
Pacific Coast markets, enjoy the same advantages 
—one line, double tracked practically all of the 
way, a personnel that has all of the traditions of 
the Santa Fe to keep it on its toes in the service 
of Santa Fe customers. 


There is a Santa Fe man in your neighborhood— 
call him and ask him to tell you in detail what the 
Santa Fe can do for you. 


Ship via 


SANTA FE 


The Traffic World 


Vol. LI, No, N 


I. C. C. 209, is followed, order the establishment of such g 
and award reparation. 

In the event the minimum weight provided for in a tg, 
in connecton with a given commodity cannot be loaded jp the 
size car in connection with which the minimum weight appliq 
a revision in the minimum weight is in order, as the Comnis. 
sion has held that minimum weights should correspond with 
the loading capacity of cars where provision is made for yap. 
ing minimums depending upon the size of car furnished, 

Carriers are under the duty of establishing minimup 
weights which can be reasonably loaded. The Commission hy 
frequently approved the principle of applying graduated Minima 
to light and bulky articles but has consistently refrained fro, 
approving minima, whether graduated or not, which cannot jy 
reasonably loaded. The theory of minimum weights is to insur 
a maximum load and thereby increase transportation efficiency 
not to serve as a direct medium for increasing or reducing 
carrier revenues. The appropriate medium toward the latter 
end is the freight rate. Covey-Ballard Motor Co. vs. Alton & 
S. R., 174 I. C. C. 674, 686, 687. : 


Tariff Interpretation—Toys 


Tennessee.—Question: A manufacturer makes a less gy. 
load shipment of toy rolling pins and toy bread boards and op 
the bill of lading they are described as three cartons rolling 
pins and three cartons bread boards. Charges are collected 
on basis of third class rate, applicable on merchandise as 
described on bill of lading. 

Carrier changes description to read six cartons toys, wooden, 
N. O. I. B. N. and presents undercharge will set the rate w 
to first class, taking the stand that as they are toys, the 
general description of toys should apply. 

Will you please give us the benefit of your opinion as to 
which is the correct classification of this merchandise? 

Answer: In its decision in Daisy Manufacturing Co. ys, 
A. & B. Railway Co., 81 I. C. C. 44, the Commission discusses 
the question of what characterizes a toy. In this case the 
Commission distinguishes toys from other articles on the basis 
of utility. Based on the decision of the Commission in this 
case and also its decisions in cases holding that the descrip. 
tion of an article for sales purposes determines its character 
from a rate standpoint (Mead, Johnson Co. vs. A. C. L. R. Co, 
168 I. C. C. 157), we are of the opinion the rating on toys 
N. O. I. B. N. is applicable on the shipment to which you refer. 


DOCKET OF THE COMMISSION 


May 1—Washington, D. C.—Examiner Berry: 
24387 Welch-Sandler Sand Co. vs. A. T. & S. F. Ry. et al. 


May 1—Washington, D. C.—Examiners Disque and Witters: 
—e on intrastate traffic within the state of North 
arolina. 


May oem, D. C.—Asst. Director of Traffic Pitt and Exami- 
ner Boat: 
Fourth Section Application No. 14939, filed by J. E. Tilford, Agent. 
(further hearing). 
May 2—Washington, D. C.—Examiners Disque and Witters: 
915—Surcharges on intrastate traffic within the state of S. C. 


May 3—Washington, D. C.—Examiners Disque and Witters: ; 
25911—Surcharges on intrastate traffic within the state of Georgia. 


— 3—Washington, D. C.—Examiners Hoy and Peyser: 
ourth Section Application No. 14839—Petroleum products from New 
Orleans group to Mobile. (Further hearing.) 


Mey 4—Washington, D. C.—Examiners Hoy and Peyser: 
ourth Section Application No. 15021, filed by F. A. Leland. 


May 4—Argument at Washington, D. C.: 
inance No. 9164—Application K. C. S. Ry. for authority to acquire 
control by lease of certain lines of the Teexarkana & Ft. Smith Ry. 
Polenske Bros., Schellak & Co., et al., vs. C. & N. W. Ry. et al. 

May 4—Washington, D. C.—Examiners Disque and Witters: 

25912—-Surcharges on intrastate traffic within the state of Alabama. 

May 5—Argument at Washington, D. C.: 
2 ere & Shippers League of Florida et al. vs. A. C. L 

. ao 


25483—Interstate Amiesite Co., Inc., vs. Pa. R. R. , 
Finance No. 71—Application N. Y. C. R. R. for permission to 
abandon its Mahopac Falls Branch. 
May 5—Washington, D. C.—Examiners Disque and Witters: : 
* 25937—-Surcharges on intrastate traffic within the state of Florida. 


x 8—Washington, D. C.—Examiners Disque and Witters: | 
* 25938—Surcharges on intrastate traffic within the state of Ohio. 
May 8&—Washington, D. C.—Examiner Konigsberg: ; 

1. & S. 3873—Handling freight at Cupples Station, St. Louis, Me. 


May 8—Washington, D. C.—Examiner Cheseldine: 
25719—Theo. Stivers Milling Co. vs. C. of Ga. Ry. et al. 


May 9—Washington, D. C,—Examiner Lawton: 
Fourth Section Application No. 15098, filed by J. E. Tilford, Agent. 


or 9—Washington, D. C.—Examiner Shinn: 

ourth Section Application No. 15080—Filed by J. E. Tilford. 

May 10—Argument at Washington, D. C.: 
24848—International Pulp Co. vs. N. Y. C. R. R. et al. 
25307—-Pittsburgh Plate Glass Co. vs. N. Y. C. R. R. et al. 
25408—Stedman Rubber Flooring Co. vs. N. Y. C. R. R.-et al. 

Signal Mountain Portland Cement Co. vs. Alcolu R. R. et 4: 

“or 10—Atlanta, Ga.—Georgia Public Service Commission: 

Finance No. 9849—Application Tallulah Falls Ry. Co. by its receiver, 
for permission, to abandon its railroad. 
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MOOREMACK GULF LINES 


ADDlieg WEEKLY SAILINGS 


















OMI. HS fom BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS end MOBILE 
Od with and vice versa. 
oT Vath From BALTIMORE to NEW ORLEANS and MOBILE direct or tanshipment 
d. HILADELPHIA and vice verse. 
sian Between in cnaal and TAMPA 
‘ion 
meal MOORE and McCORMACK, Inc., Agents 
-d from ie For rates and other information, epply to the nearest of these offices: 
Mot jp EY NEW YORK, 5 Broedway NEW ORLEANS, Canal Bank Bids. 
 insutp PHILADELPHIA, Bourse Bids. DETROIT, industrial Bank Bids. 
iciency ME} BALTIMORE, Seaboard Bids. CHICAGO, 503 Marquette Bids. 
2ducing i TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 
- latter IY MOBILE, Mesher Bldg. PITTSBURGH, Oliver Bids. 
Iton % BOSTON, Pier 40, Hoosac BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Railway Exchange Bidg. 
3S car. 
and on 
rolling U K E L E 
ic f| QUAKER LIN 
se Regular Intercoastal Service 
Ooden Between 
ite up New York, Albany, Philadelphia, Norfolk, Baltimore 
3, the and 
Cristobal (Canal Zone), San timer 
as to Los Angeles, San Francisco, Oakland, 
| Alameda, Portland, Seattle and Tacoma 
0. V8, For Rates, Schedules and other particulars apply 
USses 
'a 
te QUAKER LINE 
this 17 Battery Place, New York 
scrip- ALBANY—D & H Building CHICAGO—327 So. La Salle St. 
acter PHILADELPHIA—The Bourse PITTSBURGH—Gulf Buildin 
C NORFOLK—111 E. Plume Street DETROIT al Motors Bids. 
0,, BALTIMORE—Keyser Building DAYTON, OHIO—18 Riverdale St. 
toys BOSTON—33 Broad Street EASTON, PA.—Drake Building 
‘efer, 


forth 


ami- 


ent, 








to REDUCE eo 
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Write for Booklet 
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Minneapolis, Minn. 
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MINNEAPOLIS 


Wholesale District 
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MINNEAPOLIS Retail District 


Hennepin Ave: Nicollet Ave. 6th Ave.. 





301 North Seventh St., 
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BUFFALO 


FREIGHT TERMINAL 
WAREHOUSES 


Five large, modern warehouses strategically located in 
Buffalo. Modern facilities for storage and distributing. 
Direct rail, water and truck connections. Twenty years’ 
experience behind efficient organization. Capacity for 
148 railroad cars and 7 lake steamers loading and unload- 
ing simultaneously. Office, storage and factory space 
for rent. For particulars write 


* 
BUFFALO FREIGHT TERMINAL AND WAREHOUSE CO. 
1504 Liberty Bank Building, Buffalo, N. Y. 

Thos. H. Hanrahan, Pres. John L. Keogh, Mgr. 




































Shipping 
Between the 
United States and 
Orient Made Easy 


You only need to remember ONE thing— 
the AMERICAN MAIL LINE. Remove 
the details from your oriental shipping. 
Place a cargo or a tiny package in the 
hands of any American Mail Line agent 
and your worries are over. The shipment 
will go to or come from any Oriental port in 
fast time and arrive at destination in A-1 
condition. 
An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules reg- 
tilar as clockwork. Service augmented by fleet of 
fast cargo liners to ports of Japan, China and the 
Philippines. Depend on the American Mail Line. 


For information, apply desk No. 6 


21 West Street 

1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 






Seattle 
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NEW LAINTS FILED 


° 8 ’ . . ¥ S " N y § y 
We Bind The Traffic World 25816, Sub No. 1. ‘Thé“Bordy Southern Co., New York, x,y 


CEE emgage gg A oy en s coal, be nampa Tenn., and o 
mines on the N. C. & St. L. in Tenn. taking same rates = 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers ) Black Diamond, Ky., and from other mines on L. & Non 
Prompt Service and ty Work Guaranteed taking same rates, to points in Tenn. Asks rates and reparatig’ 
We Also Bind All of Publications Pn wy a, 1, Hoover Steel Ball Co., Ann Arbor, Mich, y, 
-_ Ee . et al. ‘ 
The Book Shop Bindery Unreasonable rates and charges, industrial sand, Ottawa, 
3650-354 West Erie Street Chicago to Ann Arbor, Mich. Asks rates and reparation. ; 
. 25867, Sub. No. 7. Phelps Dodge Copper Products Corporatio, 
ee w Copper Products Division, New York, N. Y., vs. xn 1 foe 
- et al. ’ ” ‘ 
Unreasonable rates and charges, industrial sand, So. Scheng 
tady, Ushers, and Elnora, N. Y., to Bayway, N. J. Asks rates ain 
} 


Write for Your Copy ee FREE! 33002. Capital Construction Co., Des Moines, Ia., vs. C. B. & Q 


Unreasonable rates and charges, sand and gravel, Plattemou 
and —— Neb., to Afton and Thayer, Ia. Asks rates and 
: : . reparation. 
Important Northwest Distribution and . 25923. The Bayly-Underhill Manufacturing Co., Denver, Colo, y; 
Traffic Information. . valuable to Traffic C. B. & Q. et al. ; ’ 
. Rates in violation sections 1 and 4, domestic denims, in the 
Managers, Sales Managers, Shippers, original piece, Greensboro, N. C., to Denver, Colo. Asks rates anj 
: . reparation. 
Manufacturers who are interested in . 25924. Jewel Tea Co., Inc., Jewel Park, Barrington, IIl., vs. Ej 
added sales volume and lower distribu- & E. etal 
° . he N h . Rate, in violation sections 1 and 4, metal stools, set up, N. 9 
tion costs in the Northwest territory. I. B. N., in bundles, Goshen, Ind., to Barrington, Ill. Asks repaa. 
tion. 
KEDNEY WAREHOUSE CO rue ateanaa | ene Oo. Oe eee 
. gu nteasonable rates ‘and charges, furniture, High Point, N. C,, to ; 
‘ ‘ an Antonio, Tex. Asks waiver of undercharge. 7 | 
Advisory Service Department - 25927. Shellmar Products Co., Chicago, Ill, vs. Alton et al 
Charges in violation sections 1 and 3, “Shell-Pax’’ containe 
617 Washington Avenue Ne. Minneapolis L. C. L., between Chicago, I, and all destinations in official south” 
" ern and western classification territories, as compared with rate; 
Branch Warehouses in St. Paul, also Fargo and Grand Forks, N. D. on containers manufactured and sold by complainant’s coma 
tors. Asks rates which shall not exceed third class in official and LI. 
western and fifth class in southern. 


TRAFFIC MAN, age 38, married, employed, sixteen years’ ex- 
perience, railway and industrial; good personality and correspondent. 


Importers’ Bonded Warehouse Desires locate Milwaukee or central U. S. A. Address, D. A. K. 386, ( 


% 


care Traffic World, Chicago, IIl. 


I en een ieee 
and _POSITION WANTED—A young American, experienced in Can- 
adian transportation problems, flour, pulp and paper traffic, a traffic 


Bienville Warehouses Corporation, Inc. student, desires an opportunity in your traffic department. Address, 
Box 388, care of Traffic World, Chicago, Ill. 
R. W. DIETRICH, President 


NEW ORLEANS, LA. 


Complete Warehousing and Distribution Service for In CHICAGO 
New Orleans and its territory. 


200,000 square feet of storage space with track room S e) TERMINAL 


for 30 cars at one placement. Licensed by and bonded 70 a ee RORUR YD BS) 
to the State of Louisiana, and the U. S. Government. Close to-‘‘Loop.”’ Office and warehouse spece for 
Office, 340 Bienville St. lease. Merchandise storage. Pool cars distributed. 


Tunnel,. water, rail and truck facilities at door. 


Member A. C. W.—A. W. A. 519 W. ROOSEVELT ROAD aa lL@-Nele) 


SSSSSSSSSRSSTSHSSSSSSSSSRSSSSSSSSSSSSSSSTERESSSSSE SESE SSE RTE SEES SEReeeeseseseseseesE, 


ATTORNEYS AT LAW 


Practicing HARRY C. AMES 


before the 
INTERSTATE pesca gnag Reaeplipesd 


COMMERCE Formerly Attorney and Examiner 


Interstate Commerce Commission 


COMMISSION Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel 
and Attorney 
Philcade Building, Tulsa, Oklahoma 
Oklahoma City Office, Petroleum Bldg. 
Washington Office, Southern Bldg. 


TRAFFIC MANAGERS 


T. J. McLAUGHLIN Traffic 
TRAFFIC COUNSELOR and 


Interstate Commerce and State Commission Cases 


Departmental Service Commerce 


713 Mills Bldg. — 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
Experts 


ah 


te Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Creu -e REFRIGERATOR and POULIRY Cc ARS 
Mlodern in desiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORE. (°C) 327 sounrm LASALIE SF. 


CHICAGO 





